






Vol. XXXV 


The Traffic World 


ISSUED EVERY SATURDAY BY 


THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 
(Copyright, 1925. Nineteenth Year) 
(Member of A. B. C.) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 


SATURDAY, APRIL 11, 1925 


No. 15 





E. F. HAMM, President 


W. C. TYLER, Secretary-Treasurer 
H. A. PALMER, Editor and Meg Z 


R. J. — Circulation Manager 
ELLOGG, Advertising Manage 


1. V. A. WAIT, New York Advertising Rapouinnettees 5 E. 42nd St.) 
B. J. HAMM, Manager, A. ES Chief, 


Specia! Service Department, Washington Washington News Bureau 


All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York Exchange. 


TERMS OF SUBSCRIPTION 


ee oe ee ee ke ee ee ee ee $10.00 
SE CNN gs 6 6 ey we ee et ee See oe Oe © 6 Se S 6.00 
TEE ae Se He SE SS ee SS eH es SS & 3.00 
SINGLE COPY : 


418-430 South Market Street 


Mills Building 
CHICAGO, ILL. 


WASHINGTON, D. C. 
MOTOR TRUCK REGULATION 

With indications pointing to serious consideration by 
the next Congress of proposed legislation regulating the 
motor vehicle in interstate commerce, it would be well 
to give thought in the meantime to some of the larger 
questions involved in the problem presented by the rapid 
development of interstate motor vehicle transportation. 

One of the first questions that presents itself is 
whether or not there should be federal legislation on 
the subject. As the result of the recent decisions of the 
Supreme Court of the United States holding invalid 
motor regulatory statutes of the states of Maryland and 
Washington to the extent that they required certificates 
of public convenience and necessity for the operation of 
interstate motor truck and bus routes, the opinion is held 
by some that there must be federal legislation providing 
for the regulation of such interstate transportation. That 
view is held by the executive committee of the National 
Association of Railroad and Utilities Commissioners. 
This committee is opposed to the creation of a federal 
bureau to regulate interstate motor transportation and 
will urge the enactment of legislation by Congress 
delegating power to the states to regulate such com- 
merce, 

Another question that should be considered is 
whether there should be federal regulation of the inter- 
state motor vehicle through the Commission. Cause for 
opposition to proposed legislation that would turn the 
job over to the Commission would not be difficult to 
find. The main objection would be that the Commission 
is already overburdened with work imposed on it by 
Congress. If regulation by the Commission should be 
rejected, should there be regulation by a new federal 
bureau? The state commissions are against the estab- 
lishment of such a bureau. But would the scheme they 
propose be practical and acceptable? 

If there is to be federal regulation of the motor 


vehicle, either through a federal bureau or through state 
commissions acting under the authority of Congress, 
how wide is the scope of such regulation to be? Should 
it be restricted merely to the requirement that operators 
must obtain certificates of public convenience and neces- 
sity or should the regulation of rates, rules, regulations, 
and practices be included? 

These are some of the questions to which thought 
might well be given before Congress reconvenes in 
December, assuming that it will not be called into 
extraordinary session before that time. The motor 
vehicle as a common carrier in interstate commerce is 
an important factor in the transportation life of the 
nation. How is it to be dealt with from the standpoint 
of federal regulation? Has its development reached the 
point where, in the interest of the public welfare, federal 
regulation is necessary? 


THE HOCH-SMITH LAW 

The Hoch-Smith resolution, under which the Inter- 
state Commerce Commission is preparing for a general 
investigation of the country’s rate structure, divides 
itself into several parts. Considered separately, some of 
these parts may commend themselves to sound trans- 
portation thinkers and may, at least, sound sensible and 
open to argument, even to those who do not accept them. 
Other parts, it seems to us, are not open to argument 
and cannot commend themselves to sound thinkers. 
They must all be considered together as parts of a whole. 

In the beginning, the resolution states it to be the 
true policy of rate making, to be pursued by the Com- 
mission in adjusting freight rates, that the conditions 
that at any time prevail in our industries should be 
considered, in so far as it is legally possible to consider 
them, to the end that commodities may freely move. 
Certainly no one will find fault with the end to be 
achieved by this provision—that commodities may freely 
move. But does any one know of any commodity that 
is not moving freely today by reason of the freight rate 
situation? If not, there would appear to be no reason 
for this resolution of Congress, so far as this paragraph 
is concerned, and, if so, the Commission has full power 
now, we believe, to take into consideration a state of 
affairs where unreasonable freight rates prevent the 
movement of traffic. That is one of the things the Com- 
mission is for and we had thought~it was active in the 
discharge of this function. 

In the next paragraph of the resolution, the Com- 
mission is directed to make a thorough investigation of 
the entire rate structure with a view to correcting any 
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defects that may be found to exist, under the law as it 
already was and, of course, under the preceding para- 
graph of the resolution, which adds nothing new to the 
law or the powers of the Commission. So far as we 
have gone, then, there is no apparent reason for ordering 
an investigation, since the Commission is constantly 
reviewing the situation with a view to correcting errors 
in the rate structure and since any aggrieved person has 
the right to bring his grievance to the Commission and 
seek adjustment through proper complaint. 

But this second paragraph goes on to say that, in 
making readjustments, as a result of this general investi- 
gation, the Commission shall give due regard, among 
other factors, to “the general and comparative levels in 
market value of the various classes and kinds of com- 
modities, as indicated over a reasonable period of years, 
to a natural and proper development of the country as a 
whole, and to the maintenance of an adequate system of 
transportation.” Here is the injection of a new element 
into our theory of rate making—that the Commission 
shall study market conditions and make rates with a 
view to developing markets and promoting the various 
kinds of industry. The Commission, until this resolution 
was adopted, had not that authority or function. 
it has. 


Now 
Do the railroads and the shippers like it? Does 
industry, aside from its transportation experts, like it? 
Is it a sound theory of rate making? Perhaps it is. At 
least, Congress has the right to make that the theory 
if it thinks it is sound, and, of course, the Commission 
must obey Congress. But we should understand just 
what is being done and just what changes are being 
made in the system that has prevailed. Bear in mind 
that, in this paragraph, the resolution gets away from 
the “end” stated in its opening paragraph—that com- 
modities may freely move—and announces a policy of 
developing business irrespective of whether freight rates 
have prevented the flow of traffic. 


This last statement might, perhaps, be disputed, 
were it not for the next paragraph of the resolution, 
which proceeds to specify. “In view of the existing 
depression in agriculture,” it says, “the Commission is 
hereby directed to effect, with the least practicable delay, 
such lawful changes in the rate structure of the country 
as will promote the freedom of movement by common 
carriers of the products of agriculture affected by that 
depression, including livestock, at the lowest possible 
lawful rates compatible with the maintenance of ade- 
quate transportation service.” Here, as we read it, is a 
direct command to the Commission to lower rates on 
agricultural products because of the depressed condition 
of the business of agriculture—which depressed condi- 
tion, as everybody knows, has largely passed and was 
passing when the resolution was adopted. 

So we have here a vicious law, meant to cure a con- 
dition that does not exist, setting up new and, we believe, 
unsound theories of rate making, and placing on the 
Commission an almost impossible task—a task that, once 
done, must be done again, every so often, if the idea of 
making rates to help an industry that is in bad condition 
is to be preserved. For the industry that is in good 
condition today may be in bad condition tomorrow, and 


the industry that is in bad condition today may be pros- 
perous tomorrow. 
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The theory of the resolution, as we read it, is that 
rates must be made with a view to helping a certain 
industry, not because present rates are interfering with 
the marketing of its products, but merely because it 
needs the money—because a reduction in its freight rates 
would reduce its expenses and increase its profits. That 
is what we get out of the resolution as adopted and it is 
what we got out of the arguments that led up to its 
adoption—the arguments alike of the demagogues who 
wept crocodile tears for the down-trodden farmer and of 
the really sincere but ignorant persons who wanted to 
help him. 

But, possibly without as much casuistry as might 
appear, a way may be found out of the trouble. What- 
ever the purpose of the resolution and whatever its 
proponents hope from it or meant by it, they, either 
consciously, for the purpose of disguising their real pur- 
pose and lending a show of reason to their procedure, 
or unconsciously, out of mere desire to use words, in- 
serted more than once in the resolution, the words, 
“freedom of movement.” ‘These words occur in the 
opening paragraph as the end to be achieved by the new 
policy of rate making announced. They occur again in 
the paragraph relating to rates on agricultural products— 
the Commission is directed to make such changes as will 
promote the freedom of movement of products of agri- 
culture. Is it not possible for the Commission to take 
the view that it is charged only with the task of finding 
whether there are any rates that prevent freedom of 
movement of agricultural or other commodities—that the 
purpose of the resolution is merely to adjust such rates 
as really interfere with the flow of traffic? Having 
found that there are no such rates, the Commission could 
then dismiss the matter, or having found that there are 
some—as there may be—it could adjust them and call 
the job ended. The resolution is certainly capable of 
such an interpretation by one who picks it to pieces, 
and we know of no reason why it should not be picked 
to pieces. A Congress that dabbles in things it knows 
nothing about must expect to find that its work has 
gone for naught unless it is extremely careful in what 
it says—unless it is as expert in framing its language 
as it is inexpert in dealing with technical subjects. 


ATLANTIC STATES BOARD MEETS 


A slightly higher level of industrial production in the east- 
ern Atlantic states and adequate transportation to handle it, for 
the second quarter of 1925, as compared with last year, were 
forecast by commodity committee and railroad reports at the 
meeting of the Atlantic States Regional Advisory Board at 
Philadelphia, April 9. The meeting was well attended and the 
members heard, as principal speakers, Clyde B. Aitchison, chair- 
man of the Commission, and E. T. Stotesbury, chairman, the 
Reading. 

Mr. Aitchison said that the general object sought by such 
endeavor as had been put forth by the conference between 
railroads and shippers as to the demand for cars, with a view 
to preventing car shortages, was praiseworthy and promised 
success. 

“It is the avoidance of transportation breakdowns, and to 
plan and follow along a course which will insure the carriage 
of all commodities offered, efficiently and economically,” said 
he. He said car shortages had bankrupted worthy shippers 


and impoverished efficient railroads. His address was as fol- 
lows: 


An occasion when so many business men, shippers and operators 
of railroads, discuss their problems, to arrange for the efficient trans- 
portation of a great part of the nation’s commerce, is an inspiration 
and full of promise to an officer charged with regulatory responsi- 
bilities as to that commerce. The functions of a regulatory body are 
such that business men, shippers, and carriers usually come before 
it as antagonists who have not attempted or have exhausted means 
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of composing their differences. The unrelieved atmosphere of strife 
is dispiriting and discouraging. But here we have shippers and rail- 
road officials sitting at a common table in regular and frequent con- 
ferences, not to compose differences, but to avoid them; not to de- 
mand an unreasonable extreme or to see how little can be given, 
but to devise the share of each in carrying on both sides of the busi- 
ness of transportation so that the full measure of service will be 
and can be afforded, and that calls for service are reasonable. The 
furtherance of such intent has led to the organization of regional 
advisory boards throughout the country, as a natural and appropriate 
means for reaching an understanding as to what transportation 
service is needed and what can be provided. Anything which betters 
understanding between men is worth while. These boards give at 
resentative shippers, speaking for the public, a direct access to the 
carriers in their organized capacity in the development and ad- 
ministration of administrative policies as to service. 

The docket of the present meeting, and the wide scope of the 
reports laid before the Atlantic coast board, show the comprehensive 
character of these joint activities, and the detail into which they 
are necessarily pursued. A practical result is sought; and because 
of the magnitude and difficulty of the subject, the treatment must 
be broad, and yet minute in application. 


The general object sought by such endeavor is praiseworthy 
and promises success. It is the avoidance of transportation break- 
downs, and to plan and follow along a course which will insure the 
carriage of all commodities offered, efficiently and economically. Car 
shortages have occurred and recurred for generations. They have per- 
sisted throughout series of years, in varying intensity, and in greater 
or less geographical scope. They have bankrupted worthy shippers 
and have impoverished efficient railroads. They spare neither the 
righteous nor the ungodly. They have wasted the wealth of the 
nation as effectively as if armies of labor had remained in idleness, 
or the fruits of their production had been dumped into the ocean. 
Because their pernicious and repressing effects are so well known, 
every conceivable remedy has been attemptd in th past except the 
thorough-going and consistently applied spirit of co-operation. From 
the standpoint of the railroads there is every reason to adopt any 
means which promises to abate causes which have periodically 
brought about demands for transportation which they were pro- 
gressively unable to meet. To the shipper no sin of the railroad 
is as heinous as the failure to meet the primary duty of a common 
carrier, to accept and transport commodities as offered in the usual 
course of business. And as the true causes for the omission are 
often complex and not obvious, the tendency is to lay the fault 
to the perverseness or inefficiency of the railroad called upon to 
supply the cars. Much of the drastic regulatory legislation which 
swept over the country commencing in 1905 may be. traced to the 
despair of a public, which, because unable to move its commodities, 
faced most serious consequences, and turned as a last resort to 
the lawmakers in the hope that somehow fiat would supply missing 
facilities and compel the carriers with all speed to resume the full 
and adequate performance of their duties. Meanwhile, the carriers 
have realized that in the course of commerce these convulsions 
would be followed by periods of comparative calm when the traffic 
offered would be short of the railroads’ ability to transport, and 
disappointingly small in gross revenue. The railroads as common 
carriers must endeavor to supply equipment when, where, and as 
demanded; quite properly they have no control] over the production, 
marketing, or consumption of the commodities they transport, ex- 
cept as they themselves are customers. There have been wide fluctua- 


tions in the offerings of traffic which it has been nobody’s business 
to minimize or prevent. 


We speak inaptly of car shortages or breakdowns in transporta- 
tion. These terms are commonly applied to designate what results 
from causes of widely different character which exist in varying 
degrees and combinations. Some of these causes are avoidable, others 
can be mitigated, and certain are wholly unavoidable. Some causes 
are within the control of the carriers, some are controlled by the 
shippers, and some neither the shippers nor carriers can control; 
and these three classes shade from one into the other. 

As time has developed that car shortages and service failures 
are usually not wholly due either to the neglect of the carriers, 
or to unreasonable demands and untimely offers by the shipping pub- 
lic, there has come the realization that no mere mandate will up- 
aided bring about good service, however imperative the terms in 
which voiced. There must be a frank recognition by both the shipper 
and the railroad of the legal and ethical rights and duties of each, 
and there must be present a will for whole hearted co-operation 
between them and with the regulating tribunals charged with re- 
sponsibilities as to the subject. Then skill and sagacity must direct 
unremitting and untiring efforts from the highest to the humblest 
in order to put the program into execution. The Commission has 
definitely and clearly encouraged this policy since new legislation 
upon the return of the railroads to their owners in 1920 gave it 
extensive jurisdiction as to car service. Through its Bureau of 
Service every encouragement has been given in the practical de- 
velopment of co-operation as a preventive and palliative, if not a 
specific, for inadequate service. 

There is a difference between securing continuous good service 
and the fixation of a schedule of rates. When a schedule of rates 
is fixed, the act is done, and virtually enforces itself thereafter, so 
that even casual departure meets certain correction and redress. 
But good service comes from a continuing infinitude of great and 
small acts, by human beings of varying degrees of capabilities and 
frailties. Therefore, the quasi-judicial procedure which is appro- 
priate in the determination of rate controversies will be wholly in- 
effective as a means of insuring good service. To effect the best 
possible distribution and utilization of cars, and to provide for the 
freest practicable movement of traffic is a task which requires 
persistent attention to the kaleidoscopic changes in production and 
demand, to the forces of nature, labor conditions, and the financial 
situations of each and every section of the country. Overwhelming 
the carriers with business brings on a car shortage. and signals the 
profiteer to impose increased commodity prices for the public to pay. 
Periods of transportation depression result in car surpluses; when in- 
terest charges pile up on idle capital investment. To avoid these 
wastes, the peaks and valleys in the seasonal and sectional de- 
mands for transportation must be leveled by as even a distribution 
of commodities as possible. These peaks and valleys are largely 
due to the state of organization of our economic system. Neither 
the carriers nor the shippers alone, nor even sectional groups of 
both can comprehend or deal with the subject in its entirety, or 
unaided bring about results. Together, nationally ‘associated, prog- 
ress can be made which will accomplish great results, in spite of 
many discouraging half-accomplishments and failures. Therefore, 
I stress the importance of constant and accurate knowledge of pro- 
duction, markets, and channels of distribution of commodities, and 
the careful planning of demand for and supplies of transportation to 
prevent waste of goods transported and of the means of carriage 


as far as possible within the limits imposed by sound economic and 
legal principles. 
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Many commodities move seasonally, and others are_ perishable. 
But not more than a beginning has been made in the pDossible 
equalization of movement throughout the year. 

The accomplishment in 1923 shows what can be done. Two fac- 
tors then contributed to the ability of the carriers to transport 
promptly as offered an unusual volume of traffic; (1) Improvement 
of the railway facilities of the country, primarily to efficieny of the 
motive power; and (2) the even trend of loading throughout the 
year. 

The effect of good service on the business of the country ex- 
tends beyond the immediate benefits to the shipper who gets prompt 
transportation for his commodity. It reflects itself in the genera! 
prosperity of the community served, and ultimately, of the na- 
tion. There are other incidental effects which are important. If 
we may have a fairly balanced movement of traffic, we may expect 
the carriers currently to keep their equipment in condition neces- 
sary to care for that movement. A policy of uniform maintenance 
of cars and locomotives, if attainable, by minimizing seasonal un- 
employment would have an effect upon labor which would be pro- 
found. Eventually such economies reflect themselves in trans- 
portation rates and in the flow of needed capital to the railroad busi- 
ness, and redound to the benefit of the shipper, the railroad operator 
and investor, and the consumer. 

have shown that the ends sought in the creation of these 
shippers’ advisory boards commend themselves as calculated to 
promote the commerce and prosperity of the country. The means 
adopted for promoting the understanding of these transportation 
problems and adjusting transportation difficulties informally are 
natural and normal. Basically the idea is simple. It is exactly what 
we would expect business men would do. Here are shippers who 
wish transportation, and carriers who must give it upon reasonable 
demand and do so economically. Nothing is more usual than that 
the parties to such a transaction would confer as to their present 
needs and future expectations, their abilities and disabilities and 
contrive means whereby the utmost of service could be rendered to 
each party at the lowest consistent cost. In fact, in one form or 
another co-operation has long existed; the novelty of the present 
effort is merely in giving it strongly-organized and nation-wide form. 
It is quite in accord with the growing realization that business owes 
a duty to put its affairs in shape to perform the maximum of serv- 
ice at the minimum of cost, and to safeguard the rights of all others 
in doing so. To the success of such a laudable undertaking every 
regulating official must look with expectation. It will relieve him 
from thankless tasks, and it will help clear the atmosphere of 
much of the miasma of misunderstanding and bitterness which 
has attended efforts to perform mediatory and regulatory duties 
equally and scientifically. 

have premised that the basis for successful co-operation be- 
tween the shippers and carriers must be a frank mutual recognition 
of the rights of each. It must likewise take into account the rights 
of all others, even if absent or unrepresented. Often we hear that 
representation of that portion of the public which otherwise has 
no one to speak for it or to guard its rights, is a primary respon- 
sibility of the regulatory commission. If this voluntary plan of co- 
operation is to meet its full measure of success, neither the skill 
nor vigor of any interest can be permitted to abate or abridge the 
just and equal rights of every other shipper or carrier under the 
law and the sound American doctrine of the equal chance. Con- 
sciously the regional boards must take so large a view of the situa- 
tion that the just rights of all are clearly in vision; and what is 
done for the benefit of one must be the benefit of all. Faliure at 
the outset to adopt as a cardinal principle this business-like and 
ethical policy, which has received the solemn sanction of the law, 
will imperil the success of the whole enterprise. 

In the performance of the praiseworthy task which has as- 
sembled so representative a gathering. I wish you every success, 
and tender my aid, in full confidence that the result will be worthy 
of the splendid resourcefulness and skill of the American business 
man, and be of positive benefit to the nation. 


Other speakers were D. C. Collier, director-general, Sesqui- 
Centennial of Philadelphia, and John L. Stewart, Public Service 
Commissioner of Pennsylvania. 

Reports of the railroad representatives present showed that 
the Pennsylvania had 46,439 servicable cars stored: the New 
York Central had 19,293 surplus cars and 155 surplus freight 
engines; the Long Island reported improved transportation con- 
ditions; the B. & O. had 10,139 surplus cars and 62 surplus 
engines; the D. L. & W. had 1,120 surplus cars and one sur- 
plus engine; the Norfolk & Western had 3,951 surplus cars and 
59 surplus engines; the Lehigh Valley reported 128 surplus 
engines; the Central of New Jersey had 5,673 surplus cars and 
60 surplus engines; the Reading had 4,120 surplus cars and 96 
engines in reserve; the Delaware & Hudson reported 52 sur- 
plus cars and 86 surplus engines, and the New Haven and Cen- 
tral New England reported 647 surplus cars and 52 surplus 
engines. Other roads in the territory of the board reported 
that their equipment was in excellent shape to handle the ex- 
pected business of the next 90 days. 

Commodity committee reports regarding the outlook in the 
major industries for the next three months as compared with 
the same period a year ago showed increases of 20 per cent 
in slate, 15 to 20 per cent in leather, 20 per cent in mineral 
aggregate products, about 10 per cent in L. C. L. freight, 5 to 
10 per cent in cotton goods and 50 per cent in oil cloth. De- 
creases were forecast as follows: 5 per cent in leaf tobacco, 
15 to 20 per cent in lumber, and 25 per cent in pile fabrics. 





APPLICATION DISMISSED 


The Commission has dismissed the application of the Smack- 
over Oil Field Short Line Railway Company for a certificate of 
public convenience and necessity because the company did not 
answer the questionnaire sent to it by the Commission in May, 
1923. The application was filed in January, 1923. Failure to 
answer its questions was the only reason assigned by the 
Commission for the order of dismissal. The company asked 


for authority to build a railroad in the Smackover oil field in 
Arkansas. 
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Is It to Laugh or to Cry?—It now seems certain that, so 
long as the Hoch-Smith resolution remains on the statute books, 
it will be a reason for tears or for laughter, just ag the thing 
appears to the man who has to remember the work of, in a 
transportation sense, a pair of male dumb Doras. This week 
there was a good deal of laughter about it among those attend- 
ing the eastern class rate hearing. But those who laughed ad- 
mitted that, as the law reads, it is a serious matter for the 
Commission. The law tells it to overhaul everything—rates 
and the condition of industries. But it need not be so serious, 
is is suggested, for either the railroads or shippers. The com- 
missioners must treat the law seriously. They are the servants 
of Congress. Railroads and shippers are the masters of Con- 
gress. They have the right to jeer at Hoch and Smith, also at 
Hoch-Smith. They have the right to regard it as the Hoax- 
Smith thing. They have the right to believe that Herbert 
Hoover, usually a well informed man, is the man who whis- 
pered into the ear of President Coolidge and caused him to get 
back of the dormant resolution. The gossip is that that is how 
the thing was brought to life after Smith, of South Carolina, 
one of the authors, treated it as dead and not worth mourning 
about. Mr. Hoover, ever since he came into office, hag seemed 
to have a yearning to be made a master of transportation. In 
season and out of season, he has talked about transportation. 
Apparently, he has not had a full realization of the fact that 
the making of rates is a part of the duty of the legislative 
branch of the government, although, if he did whisper the word 
that caused the resurrection of the Hoch-Smith resolution, that 
fact is to be taken as indicating that he has come to a realiza- 
tion that the regulation of transportation is not something that 
can be undertaken and carried out by the executive branch of 
the government. However, regardless of what galvanized the 
moribund resolution, it is submitted, the Commission is entitled 
to sob over the task that has been laid on it. By the same sign, 
it is believed, the shippers may laugh at it. Unconsciously, up 
to this time, it may be pointed out, they have been building 
up a fine lot of humor about it by suggesting that it commands 
the doing of contradictory things. Those interested in the lake 
cargo coal case are the only ones who have undertaken to apply 
it to their needs, real or fancied. The examiners in that case 
have mentioned it in their report, presumably to show that what 
they recommended would be in accordance with the new law. 
The Michigan commission has asserted that they have gone 
contrary to the Hoch-Smith law. One having no interest in 
the case could suggest, without any strain on anyone’s credulity, 
that both the examiners and the Michigan commission were 
right. The statute does lend itself to either interpretation. 
That is one reason why the Kansas part of it has been con- 
verted from Hoch to Hoax. None of these things, however, 
relieves the Commission from the duty of pawing all over the 
rate structure so as to consider it in the light of the condition 
of the industries of the country. Few persons, it has been 
suggested, can love a coal man. Yet, in ordinary decency, the 
farmers of the country cannot be in as sore straits as the coal 
industry, especially the soft part of it. Operating as it is, on 
about a two-thirds’ normal basis, its good church members have 
warrant for asking for the prayers of the congregation. Until 
last December, the oil industry was in about the same condi- 
tion. Then the price of its chief commodity, gasoline, began 
rising to a point where it could hold up its head, in a percent- 
age sense, with other post-war prices. The statistics of the 
Department of Labor, 1913-24, show that the average prices of 
gasoline in that twelve-year period have been much below the 
average of other commodities. The Hoch-Smith law commands 
the Commission to make inquiries into such matters with a 
view to adjusting freight rates so as to give comfort to the 
sorrowing. The fact that the mandate may be impracticable or 
unconscionably expensive cannot be pleaded by the Commission 
to relieve it of its duty. It tried to make a plea of that kind 
once, but the court of last resort, in the Kansas City Southern 
valuation case, rapped its knuckles, telling it to get busy re- 


gardless of how foolish the boss had been. And that is the 
cause for weeping. 





Helping Gasoline to Rise.—John Hays Hammond, the min- 
ing engineer, and others interested in conserving petroleum, 
have proposed a method for the handling of oil lands, which, if 
adopted, will’ tend to remove the periods of high and then low 
prices. The Hammond idea is that, when a pool of oil is sus- 
pected in a given area, the owners of the land therein enter 
into an agreement under which they will develop the area in 
an orderly and systematic manner. As things are now, when 
Positive indications of oil have been found, it is a case of the 


THE TRAFFIC WORLD 


927 


“Devil take the hindmost.” Every owner drills with feverish 
haste, regardless of the state of the crude oil market. He knows 
the law. It is that the oil belongs to the man who brings it 
to the surface—“reduces it to possession,” the lawyers say. 
That is also the law, in Saxondom, pertaining to wild animals— 
where game statutes do not interfere. The Hammon idea is 
that the owners of the surface in a given geologic structure 
shall agree to pool their interests and divide the oil recovered 
by an orderly drilling of the area, pro rata according to the 
share of the surface held by each member of the pool. Knowing 
that voluntary agreements are almost impossible, the engineer 
suggests legislation. Such a statute would be akin, in quality, to 
compulsory arbitration statutes. But the central Hammond 
thought is that production of crude should be so limited that 
there would never be a glut such as followed the discovery of 
the Cushing pool in Oklahoma and the big production in southern 
California because of town lot drilling near Los Angeles. Ham- 
mond and some others subscribe to the proposition that there 
is over-production of a wasting asset whenever any petroleum 
product is cheap enough to be used as a boiler fuel, either on 
land or on sea. By the cracking process, much of the fuel oil 
used on ships could be converted into gasoline. In fact, com- 
petent and conservative engineers estimate that the crude run 
through refineries last year could have been made to yield gaso- 
line enough to have run 30,000,000 instead of 15,000,000 auto- 
mobiles in the United States, without réducing the average mile+ 
age a bit. But gasoline produced by such strenuous refining 
would cost probably forty cents or more per gallon. The 
thought of the conservationists is that, by unit or community 
lease drillings, the production of crude could be cut down to 
such an extent as to improve prices for the producers (who 
seldom are makers of gasoline) and cause a large percentage 
of the crude to be converted into fuel for the internal combus- 
tion engines of the world. The whole subject of conservation 
igs being investigated by the Federal Oil Conservation Board, 
composed of the secretaries of the Interior, War, Navy, and 
Commerce. Hammond expressed the ideas herein outlined to 
the members of the board in answer to its questions. 





Interest on Reparation.—Judge Cliffe’s judgment, in Wilson 
and Company vs. Director-General, that the Director-General was 
not liable for interest on awards of reparation would have been 
surprising to many of those who have been keeping in touch 
with the matter if it had been the other way about. Everybody 
interested, it is believed, will be chagrined if Judge Cliffe, after 
holding the matter under advisement for about a year, does 
not write an opinion on the subject. It it his right as a judge 
to keep his reasons to himself, but, in the language of the 
Declaration of Independence, a decent regard for the opinion 
of those interested, it is suggested, should constrain him to 
say why he had decided as he did. There are two sharply 
defined grounds on which, it is believed, he could have based 
his judgment. The first is that the sovereign is never liable 
for interest on claims against him unless he holds himself out 
as being liable. For more than a year the courts have been 
emphasizing their conviction that the United States, in taking 
over the railroads, was acting in its capacity as a sovereign and 
not subjecting itself to the pains and duties of a common 
carrier. Shippers, therefore, have been aghast at the decisions 
of the courts because the whole tenor of utterances of those 
having to do with the taking over and early operation of the 
controlled railroads was taken to mean that the government 
had merely stepped into the shoes of the common carrier cor- 
porations. The other ground is that interest is not to be ex- 
acted on an unascertained or, to use the law term, an unliqui- 
dated claim, because interest is in the nature of a penalty for 
failure to pay what is due when it is due, except, of course, 
where a loan igs madé on a promise to pay interest. If Judge 
Cliffe disposes of the case on the sovereignty theory and so 
announces, the decision will be of little direct concern to ship- 
pers other than those having unpaid awards in which the Di- 
rector-General is directed to pay. If he disposes of it on the 
unliquidated claim theory, then the Commission, all shippers, 
and all railroads have a deep concern in it. But of the judge 
writes no opinion the question will have to go to the appellate 
court for disposition just as if he had not used up more than 
a year in this case. 





Steel Corporation Interested?—The application of the New 
York, Pittsburgh and Chicago, for permission to build a railroad 
from Pittsburgh to the northeast corner of Pennsylvania, so as 
to get into New York City by the lowest possible mileage 
from the heart of the iron and steel industry, causes much 
speculation. At first, it was suggested that the application 
might have been inspired by the New York Central. Now the 
query is as to whether the United States Steel Corporation 
might not know more about the application (which is notable 
because of the details it does not give) than the New York 
Central. At various times there have been implied threats that 
the steel people at Pittsburgh would undertake to free them- 
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selves from what they are inclined to regard as the more or 
less irksome domination of the trunk lines, either by building 
a line for themselves to tidewater or getting back to someone 
willing to undertake such an enterprise. Pittsburgh, since 1918, 
has been at a disadvantage in the matter of rates on iron and 
steel to New York, in comparison with Buffalo, where the iron 
and steel industry has grown up to considerable proportions 
The steel corporation has a road to Lake Erie and a fleet af 
ore carriers on the Great Lakes. It has boats plying through 
the Panama Canal from coast to coast, as well as to foreign 
ports. It has important terminal railroads at all points where 
it has plants. But it hag no outlet to the sea. The filing of 
the application and the decision of the railroads to give Pitts- 
burgh and Youngstown a better rate adjustment were almost 
coincident. The railroad men, who in the eastern class rate 
case, announced the decision were somewhat rhetorical in saying 
that they had come to the conclusion that, in fairness to Pitts- 
burgh, they should give Pittsburgh a different basis than the 
one on which it had been for nearly seven years. The point 
was made that, as a rule, a thing that had been under consid- 
eration for seven years did not come to a conclusion without 
preliminary rumblings that something was about to happen. 
Youngstown seemed to have had a short advance notice that 
something was about to happen, but that was all. 





Waste in Congress Investigations.—Disclosure of the fact, 
this week, that preparation of the data for the House select 
committee that investigated the Shipping Board while the last 
Congress lived, cost the board and its subsidiary fleet corpora- 
tion about $88,000, dirécted attention to the fact that President 
Coolidge was not able to do much toward making Congress 
practice economy in such matters. That item of $88,000 covers, 
it is said, only the cost of the clerical work done in the prep- 
aration of the material for which Congress asked. Printing and 
other expenses, it is believed, will bring the total to $50,000. 
The President, toward the end of the last Congress, let it be 
known that investigations by Congress did not appeal much to 
him He used his influence against Senator Trammell’s effort 
to have an investigation of the price of gasoline. He opposed 
it on the ground that it was unnecessary because the Attorney- 
General and the Federal Trade Commission were already in- 
quiring to determine whether the oil refiners were in a combina- 
tion in violation of the anti-trust law and that, unless the price 
was forced up by a combination, nothing the government could 
do could prevent increases not brought about by combination. 
But Congress has a penchant for “investigating,” so that waste, 
by duplication of inquiries, is likely to continue until waste of 
all kind falls under popular disapproval. Forty or fifty years 
ago, or even thirty years ago, an investigation by Congress was 
a thriller, because such investigations were not begun unless 
and until there was good ground for them—that is, until it was 
shown that the ordinary agencies of inquiry could not handle 
any allegations that might be made as to crookedness or waste 
not involving criminal intent. In the last fifteen years inves- 
tigations have been 4g common as dandelions, and have meant 
just about as much, most well informed persons seem . a. 


NEW ENGLAND DISTRICT MANAGER 


“For the purpose of bringing about a continued close rela- 
tionship between the shippers of New England and the rail car- 
riers and to bring about close co-operation between the car 
service division of the American Railway Association and the 
proposed New England Regional Advisory Board, it was decided 
today to have a district manager of the car service division 
in New England, with headquarters at Boston,” the association 
announced April 6. “The office will be filled, effective on May 1 
next, by George C. Randall, who is being promoted from Bir- 
mingham, Ala., where he has been district manager for more 
than a year. representing the car service division in the south- 
eastern territory.” Continuing, the association said: 


The territory embraced in Mr. Randall’s jurisdiction will be 
the six New England states. Mr. Randall is an experienced rail- 
road man and is familiar with the general transportation situation 
in New England. He was born in Woodsville, N. H., and graduated 
at Norwich university at North Field, Vt., in 1906. He has served as 
assistant to the manager of the closed car section at Washington, 
and as district manager at Dallas prior to taking the Birmingham 


ost. 

Establishment of a district manager for the New England 
states is a continuation of:the plan of the American Railway As- 
sociation to maintain branch offices throughout the United States, 
the entire country now being under the immediate direction of 
district managers except the states of Oregan and Washington 
and the state of Virginia, which are handled from the headquar- 
ters of the car service division in Washington. 

In addition to problems of car service and transportation, Mr. 
Randall will be mainly concerned with the New England Regional 
Advisory Board, the organization of which is now being under- 
taken. He will be succeeded at Birmingham by R. W. Edwards, at 
present district manager for the Great Lakes Region at Detroit, 
Mich. Mr. Edwards is a practical railroad man, having first been 
connected with the Southern Pacific and later superintendent of 
transportation for the Missouri, Kansas & Texas Railroad. Dur- 
ing federal control he was with the car service division. Mr. 





Vol. XXXV, No. 15 


Edwards has long since been acquainted with the problems of 
Southern industry and agriculture and his experience peculiarly 
fits him for association with the Southeast Regional Shippers’ Ad- 
visory Board, which was organized two years ago, and whose 
activities have contributed in a large way to the improvement in 
railroad service. . 

The vacancy at Detroit caused by the promotion of Mr. Kq- 
wards will be filled by A Stevens who will become district 
manager for the Great Lakes region. He was formerly connecteq 
with the Pennsylvania railroad for twenty years, but has been 
with the car service division of the American Railway Associa- 


tion for eight years as inspector and car service agent in various 
parts of the country. 


The shippers of New England will be invited to form a 
Regional Advisory Board in the territory including New Hamp- 
shire, Maine, Vermont, Massachusetts, Rhode Island, Connecti- 
cut and New York east of the Hudson River. The executives 
of railroads in New England, at a meeting at Boston, March 
30, voted to issue the invitation to the shippers to organize and 
to become affiliated with the Car Service Division of the A. R. A. 
The latter organization will proceed, as elsewhere, to get to- 
gether with prominent public representatives and shippers to 


inaugurate a general organization committee for all New Eng- 
land as soon as possible. 


WAREHOUSE FORMS 


Ray M. Hudson, chief of the division of simplified practice 
of the Department of Commerce, under the auspices of which 
a conference was held at Washington, September 24, 1924, on 
the subject of simplification and standardization of warehouse 
forms, has issued a circular containing the forms recommended 
by the tonference anda compréthensive report of what trans- 


pired at the conference. It is planned to hold another confer- 
ence in September. 


In a statement in the circular, addressed to shippers, ware- 


housemen, bankers, and other users of warehouse forms, Mr. 
Hudson says: 


The Department of Commerce, through its division of simplified 
practice, is taking this means of acquainting you with what has been 
so far accomplished. This division is endeavoring to reach as many 
interested firms, associations and individuals as possible in order to 
obtain a true expression of the general opinion on the proposed sim. 
plification. Provided, at least 80 per cent of such expressed opinion 
is favorable, the department will approve the forms and publish 
them as a simplified practice recommendation in its “Elimination 
of Waste” series. 

We wish to make it clear that the proposed simplification is the 
result of action initiated and directed by users of warehouse forms, 
and that the department serves chiefly as a co-operative agency in 
bringing all interests together, and in supporting the recommenda- 
tions of these interests when they concur in simplifications of benefit 
to all concerned. 

The action of this first general conference, based as it is upon 
months of exhaustive and painstaking effort on the part of a com- 
mittee composed of some of the leading experts in the matter of 
warehouse forms, is by no means to be considered as final. 

here has been appointed a standing committee to which you 
are urged to forward any suggestions you may have looking to the 
improvement of further simplification and standardization of these 
forms. The chairman of the committee is A. H. Greeley, care Gen- 
eral Storage Company, 505 Perry-Payne Building, Cleveland, Ohio. 

The conference determined upon a period of one year to test the 
merits of the present forms. At the expiration of which time it is 
hoped _ that sufficient data will have been obtained so that when a 
second general conference is called it will be in a position to include 
such revisions as are essential to the success of this project. This 
can only be accomplished by giving the present tentative standardi- 
zation a thorough test in practice to determine its advantages and 
its weak points. To get the most out of a test of this kind, the 


forms must have universal application under varied business con- 
ditions for the entire period. 


The “standard terms and conditions” prepared by the sim- 
plification of the American Warehousemen’s Association, which 
were not improved by the conference, are set forth in the cir- 
cular. On that subject the circular says: 


It is the desire of the conference that all users of warehouse 
forms send to the standing committee any suggestions they may 


have to offer with regard to the exact form of these “‘terms and con- 
ditions.”’ . 


‘ The simplification committee informed the conference that the 
terms and conditions” as reproduced herewith are in substance iden- 


pave with those which have been in general use for a number of 
s. 


It is clear that if your committee is to have prepared for the 
consideration of the next conference, to be held about September, 
1925, a set of “terms and conditions’ embodying the desires of 2 
majority of the industry, it is essential that all interested send in 
an expression of their opinion on this subject. 

Will you, therefore, communicate such expression to the commit- 


tee through its chairman, A. H. Greeley, president, The General 
Storage Company, Cleveland, Ohio? ils r 


The text of the “standard terms and conditions” was pub- 
lished in The Traffic World of September 27, 1924, p. 657. 


WOODLOCK ON FINANCE DIVISION 


Commissioner Woodlock has been assigned to Division 4 
of the Commission, the other members of the division being 
Commissioners Meyer and Eastman. Mark W. Potter, who was 
succeeded by Mr. Woodlock, was a member of this division. 
which has direct supervision of finance cases. 
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ELECTRIC TABLE STOVES 


The Commission has dismissed No. 15681, Armstrong Manu- 
facturing Company vs. Aberdeen & Rockfish et al., mimeo- 
graphed, on a finding that rates and ratings applicable on 
electric table stoves, with equipment of cooking utensils, less- 
than-carloads, from Huntington, W. Va., to destinations through- 
out the country, are not unreasonable or otherwise unlawful. 

According to the report, the complaint alleged that the 
ratings and rates on such stoves, constructed so as to be used 
on a table, and equipped with cooking utensils, were, and are 
unreasonable, unduly prejudicial and unduly preferential of 
traffic in other electric stoves and ranges. It said the legality 
of the ratings and rates applied on specified shipments made 
prior to November 30, 1923, was also questioned. 

The Edison Electric Appliance Company, manufacturing 
similar stoves and other electrical specialties, at Chicago, IIl., 
and Ontario, Calif., the Commission said, was the only inter- 
vener in the case. The commodity involved was a three opera- 
tions contrivance, in which three kinds of cooking could be 
done at one time, as distinguished from the types in which 
it was necessary to turn the half-done flap-jacks or toast, in- 
stead of having both sides heat-treated at the same time. 

On November 30, 1923, the rating in each territory was 
made first class. Prior to that time, with exceptions, the com- 
plainant’s commodity, the Commission said, moved at a lower 
rating, in Official Classification, the same as the simpler stoves. 
On that day the Official Classification lines increased the rating 
from second to first on table stoves with utensil equipment. 
Some of the carriers, the report said, made refund to the basis 
of cooking stoves, not otherwise indexed by name, in boxes or 
crates, the rating on such being second in Official and Southern 
and third in Western. The complainant, the Commission said, 
sought reparation and relief for the future to the basis to which 
some carriers made refund, known as Item 17 ratings. The 
complainant contended that the only essential difference between 
its commodity and the ordinary electric kitchen stove was that 
of size. 

The issue as presented in the light of the refunds was as 
to the significance to be attached to the two items attaching 
ratings to the kinds of electric stove. On that point the Com- 
mission said: 


While doubts as to the meaning of a tariff must be resolved 
in favor of the shipper and against the carrier who compiled it, 
the doubt must be a reasonable one. In interpreting a tariff the 
terms used must be taken in the sense in which they are generally 
understood and accepted commercially and neither carriers nor 
shippers can be permitted to urge for their own purposes a strained 
and unnatural construction. Until a more specific item was pro- 
vided, complainant’s commodity clearly came within the general 
description of a portable, electric, cooking stove of the disc- heater 
or hot plate type within the meaning of item 16. To construe the 
item as not permitting reasonable variation from and additions to 
the simpler commodity contemplated when the item was originally 
framed would be impracticable and unfair to both carrier and shipper, 
particularly in view of the rapid changes which have been and = 
taking place in the electric appliance industry. It is true that the 
variations and additions in this instance operate to to make com- 
plainant’s commodity more elaborate, useful and valuable, but this 
very fact strengthens the conclusion that its rating should be no 
lower than that on the simpler stove. The later is packed in a 
manner and has no greater susceptibility to damage, and obviously 
bears a much closer analogy to the former than does the large 
electric stove or range for the kitchen. ‘ 

We find that applicable ratings and rates on complainant’s com- 
modity prior to November 30, 1923, were second class in official ter- 
ritory and first class in southern and western territories as pro- 
vided by item 16 above referred to. We further find that the rates 
and ratings assailed were and are not unreasonable or otherwise 
unlawful. The outstanding undercharges should be settled promptly. 
The complaint will be dismissed. 


RESIDUUM CASE DISMISSED 


An order has been made dismissing No. 15442, Sterling Oil 
& Refining Company vs. Director-General, mimeographed, on a 
finding that the rates on petroleum residuum, applied on six 
shipments of that commodity, between August 1 and November 
1, 1918, from Wichita, U. S. Yards, Kan., to Elbing and Peabody, 
Kan., were not unreasonable. Rates of 9 cents and 9.5 cents 
were imposed to Elbing and Peabody, respectively. The com- 
plaint was that they were unjust and unreasonable. 

The case arose over the question as to the proper classifi- 
cation of residuum, and the making of rates thereunder, in ac- 
cordance with the Director-General’s order. The order, Freight 
Rate Authority No. 96, authorized the addition of a flat increase 
of 4.5 cents to the rates of June 24, 1918, to petroleum products 
rated fifth or higher and 25 per cent to those rated lower. The 
Rock Island, the carrier over whose rails the shipments moved, 
applied the 4.5 cent increase to the higher and lower rated prod- 
ucts regardless of the terms of the order. The shipments, it was 
Pointed out, could have been sent over routes carrying only the 
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25 per cent increase, at charges about 30 per cent less than those 
imposed. The complainant contended that residuum, sometimes 
used as a road oil, should have taken the increase provided for 
road oil, tailings, etc. The Commission said that unquestionably 
the commodity should have taken the same increase as road oil. 
It added: “But the rates charged were applicable and the only 
question at issue in this proceeding is whether or not they were 


unjust or unreasonable.” In disposing of the case the Commis- 
sion said: 


Defendant points out that the rates under which the shipments 
moved were based on the Kansas intrastate distance scale in effect 
at that time. It asserts that these rates were established in 1905 
by order of the Kansas State Legislature and were published under 
protest by the carriers in the state of Kansas who claimed that the 
scale was so low as to be confiscatory. In substantiation of the as- 
sertion that the rates are extremely low, defendant submitted com- 
parisons of the intrastate rates on crude, fuel and road oil and 
class-D commodities in the states of Arkansas, Missouri, Texas, 
Oklahoma and Louisiana, which show that the rates charged were 
lower than those in effect in these neighboring states. Defendant 
also calls attention to the fact that the Rock Island never established 
the lower bases of rates claimed by complainant and that in 1919 the 
intrastate scale in Kansas on all petroleum products, including pe- 
troleum residuum, road oil, wax tailings, etc., was increased and be- 
came the same as that charged on the shipments considered herein. 

Complainant rested its case almost entirely upon a showing that 
the commodity shipped had been erroneously classified and offered no 
comparisons in support of the allegations of unreasonableness, ex- 
cept to show that they were higher than those in effect on other 
roads in the same territory, this, of course, being due to the fact 
that the other lines had added the 25 per cent increase instead of 
the 4.5 cents increase under General Order No, 28. The comparisons 


submitted by defendant are convincing that the rates assessed were 
not unreasonable. 


We find that the charges assailed were applicable and that such 
charges were not unreasonable. The complaint will be dismissed. 


GLUCOSE INCREASES FORBIDDEN 


A finding of non-justification has been made in I. and S. 
No. 2277, glucose syrup, etc., from Chicago, St. Louis, Clinton, 
Ia., and related points to destinations in South Dakota, mimeo- 
graphed, as to increased commodity rates, on glucose products 
from the points mentioned, to South Dakota destinations, north 
and west of Sioux Falls and east of the Missouri river, de- 
signed to make the commodity rates to the destinations men- 
tioned, approximately the same percentage of the contempo- 
raneous fifth class rates as obtains to Sioux Falls, Sioux City, 
Minneapolis and other destinations in the same general ter- 
ritory. 

The South Dakota railroad commissioners, Nash Share- 
holders’ Company of Minneapolis and the traffic bureau of the 
Watertown, S. D., Chamber of Commerce protested and pro- 
cured the suspension of the increases. 

The Commission said the greatest concern of the protestants 
lay in the fact that if the adjustment proposed were permitted 
to become effective, the railroads might apply the same prin- 
ciple in making increases in other commodity rates. They were 
not satisfied, the report said, that the class rates used as the 
basis for the proposed commodity rates, were themselves rea- 
sonable in amount and relationship. On the contrary, it said, 
they contended that the class rates to the South Dakota points 
affected by the suspended schedules were unreasonable, im- 
properly related to the rates to Sioux Falls, Sioux City and 
other Missouri river gateways, and to St. Paul and improperly 
related to each other. They also called attention to the fact 
that the rates proposed as bases for the new commodity rates 
were under attack in two pending cases. 

The report said that under some conditions the proposed 
method of making these commodity rates might be both proper 
and convenient, but that if it appeared that the class rates 
weer properly related to each other the method proposed ceased 


to be proper. The schedules are to be canceled and the pro- 
ceeding discontinued. 


BURLAP BAG RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 15857, Arthur H. Bryant vs. Pennsyl- 
vania et al., mimeographed, as to rates on burlap bags, car- 
loads and less than carloads, from New York, Philadelphia and 
Baltimore, and points taking the same rates, to Alexandria, Va. 
The rates applied were third for less than carloads and fourth 
on carloads. The Commission found they violated the rule of 
the combination of intermediates as to the less than carload 
rates and that under Rule 77 a lower rate than the one applied 
any quantity was applicable to Alexandria. It said the rates 
should be found unreasonable to the extent they exceed or may 
exceed 27 cents, any quantity, from New York and Philadelphia, 
and 22 cents, less than carload, from Baltimore and awarded 
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reparation to the basis. The carriers proposed a carload and 
less than carload rate of 27 cents from New York and Phila- 
delphia and a less than carload rate of 22 cents from Baltimore. 
The present rate on carloads from Baltimore to Alexandria is 
17.5 cents. The carriers contended that the voluntary reduction 
and the voluntary proposals to reduce rates did not prove the 
rates formerly in effect unreasonable. They offered no defense, 
the Commission said, of the assailed adjustment. ie 

In fourth section order No. 9112, the Commission denied 
relief as of July 25 and directed the carriers to revise their 


rates in accordance with the terms of the order on statutory 
notice. 


POTATOES MISROUTED 


An award of reparation has been ordered by the Commis- 
sion in a mimeographed report in No. 15935, J. J. Suddath vs. 
Atlantic Coast Line, on a finding that a carload of sweet pota- 
toes, in sacks, shipped August 9¥, 1922, from Quitman, Ga., to 
Tampa, Fla., was misrouted. The shipment was not routed. 
Charges were collected on the basis of the sixth-class rate of 
83.5 cents, minimum 24,000 pounds, applicable for the short- 
line distance of 311 miles via Live Oak, Fla., while the com- 
plainant contended charges should have been assessed on the 
basis of 40 cents via Jacksonville and beyond. The Commission 
sustained that contention. 


RATE ON SULPHATE OF AMMONIA 


In a mimographed report in No. 16088, Arkansas Fertilizer 
Company vs. Director-General, as agent, Elgin, Joliet & Eastern 
et al., the Commission has ordered reparation to the basis of a 
rate of 32 cents on a carload of sulphate of ammonia from Gary, 
Ind., to Little Rock, Ark. Charges were collected at the ap- 
plicable fifth-class rate of 55 cents. The shipment moved in 
February, 1919. 


LOG CASE DISMISSED 


The Commission has dismissed No. 15649, Des Moines Saw 
Mill Co., Inc., vs. Director-General, Chicago, Burlington & 
Quincy et al., mimeographed, on a finding that rates collected 
on logs 16 feet and under in length, which moved in the period 
of federal control between points in Iowa were applicable. The 
complaint alleged the rates assessed on walnut logs, from points 
in Iowa to Des Moines, between June 27, 1918, and October, 
1919, were unjust, unreasonable, unjustly discriminatory and 
unduly prejudicial. Those allegations, the Commission found, 
were barred, leaving only the question as to whether certain 
shipments were overcharged. The dismissal covers two sub- 
numbers, both against the Director-General and the carriers 
that hauled the particular shipments involved. 


LOCOMOTIVE CRANE OVERCHARGED 


A finding that an erroneous weight had been used and an 
order of reparation have been made in No. 15766, Traffic Bu- 
reau, Raleigh Chamber of Commerce for Raleigh Granite Com- 
pany et al. vs. Seaboard Air Line Co. et al., mimeographed, a 
complaint alleging that the rate on locomotive cranes, with 
detached parts, imposed on a shipment moving from Gilmerton, 
Va., to Greystone, N. C., in June, 1922, was unreasonable, un- 
justly discriminatory and unduly prejudicial. The Commission 
found that the railroad agent, in computing the charges, added 
too much to the weight, on account of additional equipment 
used for the detached parts. The Commission said the weight 
used for calculating the charges should have been 116,860 
pounds, the actual weight instead of 156,000 pounds, the latter 
resulting from the use of rules the Commission held inapplica- 
ble, in the computation of the weight. 


CANNED CORN MISROUTED 


An award of reparation on account of misrouting has been 
ordered by the Commission in No. 15920, J. Foster and Com- 
pany vs. Chicago & North Western et al., mimeographed, the 
freight involved being a carload of canned corn, shipped from 
Sac City, Ia., to Clarksville, Ark., in September, 1922. The com- 
plaint was that the rate charged was unjust, unreasonable and 
in excess of the aggregate of the intermediates. No route was 
specified in the bill of lading. A rate of 79 cents was applied. 
The Commission said that a combination of 78 cents was the 

- proper one applicable to the route of movement. The Com- 
mission found that a combination of 67.5 cents, via Carroll, 
Ia., should have been used. 


APPLIED RATES INAPPLICABLE 


The Commission, in a mimeographed report on No. 15952, 
D. B. Allen vs. Director-General, and Louisville & Nashviile, 
found the third class rates of 30 cents prior to June 25, 1918, 
and 87.5 cents thereafter, imposed on 363 barrels of lime-cola 
rup, from Montgomery to Mobile, Ala., in the period of fed- 
eral control, inapplicable and awarded reparation to the extent 
of the outstanding overcharges. It held that a commodity rate 
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of 15 cents before and 19 cents after June 25, 1918, was ap- 
plicable on the shipments, although the Director-General and the 
railroad insistd that the rates on syrup were intended to apply 


only on syrup for immediate consumption, such as cane and 
sorghum syrup. 


DEMURRAGE CHARGES UNLAWFUL 


Reparation has been ordered by the Commission in a mimeo- 
graphed report in No. 15350, American Lumber & Export Com- 
pany vs. Alabama, Tennessee & Northern Railroad Corporation 
et al., on a finding that demurrage charges assessed on a car of 
yellow pine lumber shipped from Miliry, Ala., to Oneonta, N. Y., 
and reconsigned to Carmen, N. Y., were unlawful. 


COAL RATES TOO HIGH 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate has been made in No. 15818, 
Mount Vernon Strawboard Company vs. Chicago & Eastern 
Illinois et al.. mimeographed, as to carload rates of $2.27 and 
$2.33 on coal from Wheatcroft, Ky., to Mount Vernon, Ind., 
between August 20 and November 6, 1922. WBighty-six carloads 
were involved. Highty moved at a rate of $2.27 over one route. 
The other six moved over another route and took a rate of 
$2.33. The Commission found them unreasonable to the extent 
they exceeded, exceed or may exceed $1.72 and awarded rep- 
aration to that basis. The carriers are to establish the $1.72 
rate not later than May 22. 


PER DIEM CASE DISMISSED 


The Commission has dismissed No. 15420, Virginia Blue 
Ridge Railway vs. Southern Railway Company, mimeographed, 
on a finding that the charges exacted by the Southern, -under 
the code of per diem rules, for the use or detention of foreign 
freight cars, on the line of the complainant, are not unreason- 
able. The complainant sought reparation and relief for the fu- 
ture on a modification of the rules laid down in Birmingham 
Southern vs. Director-General, 61 I. C. C., 551. The modification 
sought, the Cammission said, would allow the short line, some- 
thing more than eighteen miles long, four days’ free time on 
each load interchanged with the Southern, to cover the time 
used in loading or unloading a car and returning it to the South- 
ern. The complaining road is owned by interests which own 
standing timber in Virginia. The shippers buy the timber from 
the owners of the land and the railroad, but are not in any way 
interested in the road. The road owns one engine, one box and 
one flat car. It obtains cars from the Southern. It is a line- 
haul carrier participating in joint rates. 

In denying the prayer of the complainant and dismissing 
its complaint the Commission said: 


Per diem charges are in the nature of a reciprocal charge, not 
intended to yield a profit. As a common carrier participating in 
joint rates, complainant is under an obligation to furnish its share 
of the equipment. This it may do either by purchase or rental. 
The per diem that complainant pays for car hire is merely equivalent 
to interest, depreciation, insurance, taxes, and other car ownership 
costs which it would have to bear if it owned the cars used in inter- 
line traffic. The car owner incurs these costs in the first instance, 
and is reimbursed by complainant through the per diem or rental 
charges, thereby relieving the latter of the necessity of investing in 
equipment for this service. . 

Car-ownership cost is one of the transportation costs which 
should be considered in connection with the portion of the trans- 
portation performed by the independent line-haul carrier when fixing 
its division of the through rate. In any event, it is not entitled to 
both free time allowance on foreign cars it uses and divisions cover- 
ing compensation for the hire of such cars. Complainant receives 
divisions out of the joint through rates and the record does not 
definitely show whether or not its divisions were fixed with due re- 
gard .to the consideration that it is a short-line originating carrier 
or whether they are insufficient to cover its car-ownership costs. 

We find that the defendant’s practice of requiring complainant 
to pay for the use or detention of foreign freight cars while on com- 
plainant’s line at the current per diem rate is not unjust or un- 
reasonable. The complaint will be dismissed. 


MUST FURNISH EQUIPMENT 


The Commission, in a mimeographed report on No. 12608, 
Western Pine Lumber Company vs. Director-General and Spo- 
kane, Portland and Seattle, has decided that the complainant is 
not entitled to the basis of settlement for the use and detention 
of foreign freight cars prescribed in Birmingham Southern vs. 
Director-General, 61 I. C. C., 551, and dismissed the complaint. 
In connection with its report the Commission said the indus- 
trial road performed a line-haul service, not a switching service, 
and performed no service at all on a majority of its own ship- 
ments moving over the defendant’s line, adding that “the com- 
plainant is under a duty to perform its common carrier obliga- 
tion and furnish its share of equipment.” 

The complaint was that the application of the full demur- 
rage charges since September 1, 1919, on cars handled by the 
complainant’s industrial line, had resulted in the exaction from 
the complainant of charges that were unjust and unreasonable. 
The complaint asked for the application of the principles in the 
Birmingham Southern decision. The circular issued by the 
Railread Administration, the provisions of which were embodied 
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in the Birmingham Southern decision, the Commission said, 
provided that cars interchanged with (a) roads found to be 
plant facilities, (b) roads receiving allowances on a plant fa- 
cility basis under section 15, and (c) roads which did not par- 
ticipate in the joint through rates, either directly or through 
the absorption of regularly published and filed switching charges, 
and did not receive any allowances, would be subject to cur- 
rent demurrage charges from the time of delivery upon an 
interchange track until return thereto. 

The industrial road involved in this case, the Commission 
said, carried logs owned by the complainant from the forest to 
the complainant’s mill at Klickitat, Wash., the mill being served 
directly by the S., P. & S. Its equipment, consisting of en- 
gines, flat cars and logging cars, did not leave its rails. In dis- 
posing of the case the Commission said: 


Complainant contends that its line is an industrial common car- 
rier and entitled to the modified demurrage basis prescribed for that 
class of carriers in Birmingham Southern R. R. Co. vs. Director Gen- 
eral, supra, which would allow complainant an average of three days’ 
free time on each load interchanged. In that case we condemned per 
diem with reclaims, and pointed out that the payment of switch- 
ing reclaims to industrial lines may result in preference and advan- 
tages to the proprietary industries, and prescribed a modified demur- 
rage plan in lieu thereof. Many of the industrial common carriers 
had enjoyed per diem arrangements and received not only compensa- 
tion in the form of switching charges, but large sums in the shape 
of per diem reclaims as well. We prescribed the rule in the case 
cited in order to remove or prevent undue preferences in favor of 
the owning industry and to’ give such industry no more favorable 
treatment than industries served by the trunk lines. 

The per diem plan with reclaims applies to carriers which per- 
form a switching service as distinguished from a line haul. No re- 
claim is allowed where a short line, whether industrially owned or 
otherwise, performs a line-haul service as distinguished from a 

The complainant herein performs a line-haul serv- 
ice, and not a switching service, and performs no service at all on 
the majority of its own shipments moving over the defendant car- 
rier’s line. Were it given the demurrage basis asked it would secure 
practically the free use of trunk-line equipmnt, and its connctions 
would have to pay per diem for the extra free time asked. Such a 
basis would be more favorable to complainant than straight per diem. 
The complainant is under a duty to perform its common-carrier 
obligation and furnish its share of the equipment. 

We find that complainant has not shown that it was or is entitled 
to the basis of settlement asked by it for the use and detention of 
cars in its possession. The complaint will be dismissed. 


COMMISSION AFFIRMS FINDINGS 


The Commission, on reconsideration of the application of 
the Wildwood & Delaware Bay Short Line for authority to 
issue $82,000 of first mortgage five per cent bonds (mimeo- 
graphed), has affirmed the findings made in the original report, 
82 I. C. C. 825, denying the desired permission. The Commis- 
sion denied the application, in the first instance, because, among 
other things, the applicant had not, as required by the terms 
of the mortgage, established and maintained a sinking fund. 
The applicant filed a petition for reconsideration to which was 
attached a certificate showing that the holders of $382,000 of 
the $470,600 of the outstanding bonds had agreed to waive the 
provisions of the sinking fund. 

The Commission said that, irrespective of that feature, the 
applicant’s financial condition did not appear to justify grant 
of the authority sought. It pointed out that the issue, if per- 
mitted, would cause an overcapitalization of $103,814 and an 
increase in the fixed charges of $4,100, while the savings would 
be less than one-third of that amount. 


COMMISSION ORDERS 


The Commission’s proceeding in No. 9200, railway mail 
pay, has been reopened for re-examination and further hear- 
ing with respect to the transportation of mails on the Amador 
Central Railroad Company, Arcata & Mad River Railroad Com- 
pany, Bullfrog Goldfield Railroad Company, Central Railroad 
of Oregon, Death Valley Railroad Company, Great Western 
Railway Company, Holton Inter-Urban Railway Company, 
Magma Arizona Railway Company, Midland Terminal Railway 
Company, Montana, Wyoming & Southern Railroad Company, 
Mt. Hood Railroad Company, Nevada-California-Oregon Railway, 
New Mexico Central Railway Company, San Joaquin & East- 
ern Railroad Company, Tonopah & Tidewater Railroad Com- 
pany, and Virginia & Truckee Railway Company. 

The Chicago, Indianapolis & Louisville Railway Company 
has been authorized by the Commission to install an auto- 
matic train-stop or train-control device upon the air line be- 
tween Hammond and Monon, Ind., in lieu of the installation 
required by the Commission’s order of June 13, 1922, in No. 
13413, in the matter of automatic train-control devices. 

Frank P. Galli has been permitted to intervene in No. 
12680, American Fruit & Vegetable Shippers’ Association et al. 
vs. American Ry. Express Co. et al. 

The Trenton Chamber of Commerce has been permitted to 
intervene in No. 16457, New Jersey Lumbermen’s Committee 
vs. A.C. L. R. R. et al. 

Cosden & Company has been authorized by the Commission 
to intervene in No. 16537, the Texas Company vs. Santa Fe et al. 

The Millers’ Traffic Committee has been authorized to in- 
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tervene in No. 16510, American Feed Mfrs.’ Assn, et al. vs. 
Abilene & Southern Ry. et al. 

The American Short Line Railroad Association and John 
S. Stanton have each been authorized by the Commission to 
intervene in the proceedings in Finance No. 4671, Nickel Plate 
merger case. 

The Pere Marquette Railway Company has been permitted 
to intervene in No. 16826, the Ann Arbor R. R. et al. vs. B. & 
O. R. R. et al. 

The Solvay Process Company has been authorized by the 
Commission to intervene in No. 16695, International Salt Com- 
pany, Inc., et al. vs. Adirondack & St. Lawrence R. R. Co. et al. 

The Commission’s proceedings in No. 9200, railway mail 
pay, have been reopened for re-examination and further hear- 
ing with respect to the facts and circumstances surrounding 
the transportation of the mails and the services connected there- 
with by the Utah Railway Company and Eureka-Nevada Railway 
Company, respectively. 

The Atlas Portland Cement Company has been permitted 
to intervene in No, 16721, Central Railroad Co. of New Jersey 
vs. N. Y. N. H. & H. BR. BR. Co. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2379 the Commission has suspended, from 
April 8 until August 6, schedules published in supplements Nos. 
24 and 25 to Louisville & Nashville I. C. C. No. A15346. The 
suspended schedules propose a revision of rates on lumber and 
other forest products, carloads, from stations in Kentucky and 
Tennessee on the Clear Fork, Hog Camp and Crooked Fork 
branches of the Louisville & Nashville Railroad to certain desti- 
nations in Kentucky, which would result in both increases and 
reductions. The following is illustrative: 


To Lexington, Ky., from Hyde and Remy, Tenn., present 14, pro- 
posed 15; from Winchester, Ky., to Hyde, Tenn., present 16, pro- 
posed 15; from Remy, Tenn., present 17, proposed 15. 


WHEAT TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


The Commission, in I. and S. 2380, has suspended tariffs 
proposing to cancel export rates on wheat from Montana points 
via north Pacific coast ports from April 23 to August 21. 

Millers and growers of wheat, in Montana, have shown radi- 
cal division in communications to the Commission in favor and 
opposed to the suspension of tariffs filed by the three northern 
transcontinental lines proposing to cancel rates on grain and 
grain products, for export, via Puget Sound ports, ports on the 
north Pacific coast, and Portland, Ore. The millers opposed the 
suspension of the cancellation, while the growers asked for it. 

The tariffs bear April 23 as the effective date, the date set 
by the Commission for arguments on No. 14572, Board of Rail- 
road Commissioners of the State of Montana vs. Butte, Anaconda 
& Pacific et al., a case involving the rates proposed for cancella- 
tion. Attorney-Examiner Arthur R. Mackley has made a proposed 
report in that case recommending approval of the rates involved, 
including the ones now proposed for cancellation. At the hearing 
the railroads defended the rates in question. Senator Walsh of 
Montana has been called on for help, by wire, by his divided con- 
stituents. The millers allege that unless the export rates are 
cancelled they will be seriously affected, if not ruined. The 
growers contend that unless the rates are left in they will be 
subjected to monopoly control by the Montana millers and grain 
and milling interests at Minneapolis and Duluth, which, the 
growers assert, desire their grain to be shipped east and not 
west. Pacific coast milling interests have lined up against can- 
cellation and in favor of the suspension of the cancellation tariffs. 

The move to cancel the export rates was begun last Décem- 
ber. The three northern transcontinental lines said that condi- 
tions had changed since the export rates were put into operation. 
in 1922. They asserted that the export rates were published to 
help the United Shipping Board, among other things, with a view 
to furnishing tonnage for American ships, in competition with 
ships to and from Canadian ports. 

When the rates were established, in 1922, the Montana rail- 
road commissioners asked for their suspension on the ground 
that such rates would be inimical to Montana milling interests. 
The latter contend that the export rates are being used for price- 
making purposes only and that they should not be subjected to 
that kind of competition. The basis of the export rates is seven 
cents less than domestic. 





FINANCE APPLICATIONS 


The Baltimore & Ohio has applied to the Commission for 
authority to extend the time of payment of the principal of 
$45,000,000 face amount of its southwestern division first mort- 
gage bonds, which bear 3% per cent interest, from July 1, 1925, 
to July 1, 1950, and to pay additional interest thereon at the rate 
of 1% per cent, and to sell at not less than par and accrued 
interest $8,910 of said bonds nominally issued prior to June 27, 
1920, and now held in the applicant’s treasury. To expeditiously 
effect the extension of the $45,000,000 of bonds, the applicant 
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said it would cause to be issued a like amount of interim cer- 
tificates, which would be sold for cash at 95 per cent of the 
face amount thereof to Kuhn, Loeb & Co. and Speyer & Co. 

The Northern Pacific has applied for authority to assume 
obligation and liability in respect of $3,525,000 of 4% per cent 
equipment trust certificates, in connection with the acquisition 
of 800 gondola cars, 1,000 box cars, 10 coaches, 5 mail and ex- 
press cars, 5 baggage cars and 10 observation cars, at a total 
cost of $4,712,214.75. It is proposed to sell the certificates to 
J. P. Morgan & Co. and the First National Bank of New York 
City at not less than 96 per cent of par value, plus accrued 
dividends. 

The Southern Pacific Company has applied for authority 
to pledge, or to sell, $6,425,500 of Southern Pacific Railroad Com- 
pany first refunding mortgage 4 per cent bonds now held in 
its treasury. 

The Gulf, Mobile & Northern has applied for authority to 
retire its present issue of $4,000,000 of first mortgage Series “A” 
6 per cent gold bonds, now held by the company, and to issue 
the same amount in series “B” 51% per cent first mortgage gold 
bonds. The company said it proposed to sell the latter bonds 
at a rate of 96% per cent through Kuhn, Loeb & Co. of New 
York City. The company proposes to use the proceeds to retire 
$2,191,747 of existing obligations and to make improvements in 
the sum of $1,678,253. 

The Yazoo & Mississippi Valley Railroad Company has ap- 
plied for authority to issue $3,493,000 of 5 per cent gold im- 
provement bonds to reimburse the treasury for expenditures 
made for additions and betterments, and to deliver the bonds 
to the Illinois Centrak in payment of advances made by it to 
the applicant for said additions and betterments. 


UNCONTESTED FINANCE CASES 


The Reading Company has been authorized to have issued 
7,500,000 of its equipment trust certificates and to sell them at 
not less than par in connection with the procurement of equip- 
ment. 

The Pittsburgh, Cincinnati, Chicago & St. Louis has been 
authorized to issue $26,000,000 of general mortgage 5 per cent 
gold bonds and to sell them at not less than 96 per cent of their 
face amount. The Pennsylvania was authorized to guarantee 
the bonds. 

The Seaboard Air Line has been authorized to issue re- 
funding mortgage bonds in an amount which, when taken at 
their fair market value at the time of pledge, will not exceeed 
$873,976.69, said bonds to be pledged under applicant’s first and 
consolidated mortgage. The company also has been author- 
ized to procure authentication and delivery of $1,025,500 of 
first and consolidated 6 per cent mortgage gold bonds, and 
to pledge and repledge, from time to time, such bonds as col- 
lateral security for short-term notes. 


MODIFIED FINANCE ORDER 

The Commission has modified an order authorizing the New 
Orleans, Texas & Mexico Railway Company to issue $3,752,000 
of first mortgage 5% per cent bonds, which bonds, together with 
$981,000 of first mortgage 5 per cent bonds, were to be sold at 
the respective prices of not less than 99 and 92 per cent of par 
and accrued interest, and, pending sale, were to be pledged as 
collateral security for short-term notes. It said the applicant 
had filed a second amended application in which it showed that 
the best prices obtainable for the bonds were 97 and 90 per cent 
of par and accrued interest, respectively, and sought approval of 
sale at those prices to Kuhn, Loeb & Co. of New York. The 


original order was modified to permit the sale at the prices 
named. 


PETITIONS FOR REHEARING, ETC. ’ 


The defendants in No. 15580, General Baking Company vs. 
P. R. R. et al., have asked the Commission to grant reargument 
therein. 

The complainant in No. 14709, Ayrshire Coal Company vs. 
Southern Ry. Co., has petitioned the Commission for a re- 
hearing. 

The complainants in No. 14857, J. Woolley Coal Company 
and Warwick Coal Mining Company vs. Southern Railway, have 
petitioned the Commission to grant reargument therein. 

The defendants in No. 13418, Houston Cotton Exchange & 
Board of Trade et al. vs. Arcade & Attica R. R. et al., have 
asked for a modification of the Commission’s order so as to 
permit them to publish the required rates without violating 


the fourth section and without reducing rates at intermediate 
points. 


TENTATIVE VALUATION REPORTS 
In a tentative valuation report covering the property of the 
Arkansas Central Railroad Company, as of June 30, 1917, the 
Commission has found the final value of the property to be 
$520,235. The line extends from Arkansas Central Junction to 
Paris, Ark., a distance of approximately 42 miles. On date of 
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valuation the carrier had outstanding a total par value of $598. 
000 of common stock. Investment in road and equipment, in- 
cluding land, on date of valuation, was stated in the books of the 
carrier as $682,458.52. 

In a tentative valuation report covering the property of the 
Blytheville, Leachville & Arkansas Southern Railroad Company, 
as of June 30, 1917, the Commission has found the final value of 
total owned property to be $350,215, and of total used property 
$475,215. The line is located in Arkansas and Missouri and 
owns and uses 34 miles of tracks and uses but does not own five 
miles of tracks. On date of valuation the carrier had outstand- 
ing $150,700 in common stock and $30,000 non-negotiable debt to 
affliated companies. Investment in road and equipment, in- 
cluding land, on date of valuation, was stated in the books of 
the carrier as $371,151.76. 

In a tentative valuation report on the property of the Paris 
& Great Northern Railroad Company, as of June 30, 1918, the 
Commission has found final value as follows Wholly owned and 
used property, $761,950; used but not owned, $22,800; total 
owned, $761,950; total used, $784,750. The railroad extends from 
Paris to a connection with the St. Louis-San Francisco on the 
Red River, Texas, a distance of approximately 16 miles. The 
capitalization on date of valuation consisted of $500,000 of com- 
mon stock, $339,000 of funded debt and $22,883.47 of non- 
negotiable debt to affiliated companies. The report said the 
investment in road, including land, on date of valuation, no 
equipment being owned, was stated on the books of the carrier 
as $1,050,618.80, of which $861,883.47, less an undetermined por- 
tion thereof assignable to offsetting items recorded at $51,833.91, 
represented considerations other than money, the money value 
of which at the time of the transaction was not known and 
could not be determined, as it was not shown in the records. 

In a tentative valuation report covering the property of 
the St. Louis, San Francisco & Texas Railway Company, as of 
June 30, 1918, the Commission hag found the final value of 
wholly owned and used property to be $2,613,600; of owned 
but not used property, $173,000; and of used but not owned 
property, $381,386; total owned, $2,786,600, and total used, $2,- 
994,986. On date of valuation the carrier had $804,000 in com- 
mon stock, $1,188,000 funded debt and $264,160.86 non-nego- 
tiable debt to affiliated companies. Investment in road, includ- 
ing land, no equipment being owned, on date of valuation, was 
stated in the company’s books as $2,791,106.46. The Commis- 
sion said if readjustments were made, this would be increased 
to $2,947,156.36. 

In a tentative valuation report covering the property of 
the Bevier & Southern Railroad, an industrial line, as of June 
30, 1918, the Commission has found the final value to be $217,- 
550. The line extends from Bevier to Ardmore, Mo., a distance 
of approximately 10 miles. On date of valuation the carrier 
had outstanding total par value of $100,000 in capital stock. 
Investment in road and equipment, including land, on date of 
valuation, was stated in the books of the carrier as $120,067.97. 


CONFERENCE ON OIL RATES 


The Trafic World Washington Bureau 


At the request of Eugene Morris, chairman of the Central 
Freight Association, Commissioner Cox April 9 announced that 
he would hold a conference, April 15, to which all parties in- 
terested are invited, in regard to the request of the Central 
Freight Association territory oil refiners for a reduction in their 
rates contemporaneous and comparable with those ordered by the 
Commission in No. 14087, Indiana State Chamber of Commerce 
vs. Santa Fe et al. The carriers declined the request, but 
thought enough of it to ask for the conference, which will 
involve the entire oil rate situation and may involve a request 
for postponement of the effective date in the Indiana case. 

The applicant refiners asked for the reductions so as to 
preserve the existing relationships, claiming they were now at 
disadvantage in competition with midcontinent refiners, who 
are to have the benefit of a further reduction by reason of 
the case on which the conference is to be held. 


ROCK ISLAND APPLICATION 


The Chicago, Rock Island & Pacific has applied for a cer- 
tificate of public convenience and necessity authorizing the con- 
struction of a railroad from a point at or near O’Keene to a 
point at or near Homestead, in Blaine county, Oklahoma, a 
distance of approximately 3.73 miles, and the abandonment of 
operation of a line from Homestead to Watonga, in Blaine 
county, Oklahoma, a distance of approximately 22 miles, now 
operated by the Rock Island as lessee of the Choctaw, Okla- 
homa & Gulf Railroad Company. The applicant said the pro- 
posed line would give it a through line of railway from Watonga 
to Homestead, whose mileage would be but slightly in excess 
of the 22 miles via the leased line between said points. It said 
the grades and curvature of the proposed through line would 
be superior to and afford more economical operation than a 
route via the leased line. 
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__ Tentative Reports | of the Commission 


RELIEF FOR SHORT LINES 


An emphatic recommendation of relief for southern short 
lines has been made by Examiner J. Edgar Smith, in No. 
13449, North Carolina Pine Association et al. vs. Atlantic Coast 
Line et al., and fourth section order No. 8843, on rehearing. 
In his head notes the examiner said the rates on lumber and 
forest products, from points served by southern short line 
should be found, subject to particular complaint, to be just and 
reasonable. That is an unusual way for an examiner or the 
Commission to deal with a question of rates. Usually rates are 
held or found to be not unreasonable or otherwise unlawful. 

In addition, Examiner Smith said, fourth section relief, 
without qualification, except as to water competition from gulf 
ports, similar to that heretofore granted to the Tennessee 
Central, should be authorized for the short-line carriers in- 
volved. Relief based on water competition, he said, should 
be denied. 

The original findings in this case were made in 85 I. C. C. 
270, dated December 9, 1923. About a year ago the case was 
re-opened for the sole purpose of rehearing on the reasonableness 
of the present rates, or rate bases, from points on short lines 
in southeastern and Carolina territories to points in trunk line 
and New England territories. In disposing of the case Smith, 
in part, said: 


The rehearing has been had. At the rehearing the reason- 
ableness of the present rates and rate bases here in issue was 
conceded, subject to complaint concerning particular rates, and 
all parties directed attention to the needs of the southern short 
lines for relief under section four. 

With the single exception of the opposition of southern trunk 
lines to any relief for short lines, based solely upon water com- 
petition, all parties here represented are united in requesting 
fourth section relief for the short lines in southern territory. The 
southern trunk line carriers, refusing to join the short lines in 
applications for fourth section relief from ports on the Gulf of 
Mexico, avow that relief for these short lines is necessary and 
in the public interest from interior points; the shipping public, 
reserving the right hereafter to object to sepecific rates, concedes 
the reasonableness of the rates in issue and admits its willing- 
ness that rates from local points on short lines be higher than 
rates carried by said short lines from their junctions with trunk 
line carriers, even when such lower rates apply through said 
local points; and the short lines represented by their own counsel 
and witnesses or by counsel and witnesses furnished by the trunk 
lines, now place upon this record the grounds upon which, under 
the statute, they believe that relief should be granted. 

Generally, the rate bases here in issue are of long standing; 
the record contains no showing tending to indicate that they are 
unreasonable, on the contrary the concession of all parties is that 
these rates are reasonable and just; the present rates from points 
served by short lines are rates established in accordance with 
prior orders in this proceeding, or are such rates plus certain or- 
dinary arbitraries or differentials; and the Commission should find 
that, subject to specific complaint, the present rates, or rate bases, 
from points on short lines in southeastern and Carolina terri- 
tories to points in trunk line and New England territories are 
just and reasonable. 

It would serve no useful purpose to set forth the claims of 
the individual short lines serving Carrabelle, Apalachicola, St. Joe 
and Panama City, Fla., or other ports on and near the Gulf of 
Mexico, for relief in which their trunk line connections refuse to 
concur. The relief asked is too slight to affect the movement 
of any considerable volume of traffic. The Commission should 
find that relief from the provisions of the fourth section, which 
is based upon water competition at points served by short lines 
along the coast of the Gulf of Mexico, has not been shown to be 
necessary and the same should be denied. 

These short lines are all suffering from low density of ton- 
nage and unfavorable operating and financial conditions. It is 
not necessary to set forth in detail the exact figures showing these 
facts, for these southern short lines serve a country where the 
main basal products are lumber, cotton and vegetables; the lum- 
ber, in many instances, has largely disappeared, or is disappear- 
ing; cotton has recently been eaten up by the boll weevil; and 
vegetables, as a source of transportation tonnage, fluctuate with 
weather conditions. Again, with few exceptions, these short lines 
have practically no manufacturing centers to serve and the coun- 
try through which they run is sparsely settled. Some of these 
lines have cut-over lands, which are not yet brought under cul- 
tivation, and all of them face that condition in the future. Their 
tonnage density, therefore, is of necessity low. The financial 
status of the most of these short lines is deplorable, an exhibit 
showing the results of operation of 37 of them during the calen- 
dar year 1923, disclosing deficits for 15 short line carriers. Spe- 
cific testimony concerning the financial condition of about 50 of 
these short lines was given and among these only one claimed 
to be prosperous; another admitted that it was fairly successful; 
and the rest were shown to be struggling along. At least five 
of these short lines are owned in large part by residents along 
their rails; some of them have received financial aid from the 
B0vernment under section 210 of the transportation act, 1920; and 
the effort of all parties seems to have been to keep these roads 
in operation in order to serve their local communities. 

The evidence is clear and direct that these short lines need 
every pound of traffic they can get and at the very highest rates 
the traffic will bear; that they are granted ged rates by the state 
{peulatory bodies than are permitted to be charged by their trunk- 
ne connections, the sole exception being rates on cotton in Georgia; 
that this commission has extended relief to them in many well- 
Considered proceedings involving both classes and commodities; that 
the denial of fourth section relief in this proceeding would ulti- 
mately result in its denial by the commissions of the various states; 

at there is no reason for denying relief on lumber unless general 
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relief on classes and commodities is also to be denied; and that such 
denials would result in the cessation of service to sections that now, 


and for many years to come, can not afford to have such service 
discontinued, 


The only objection to fourth section relief for these shortlines 
was made 1 the Atlantic Coast Line to the request of the Hamp- 
ton Branchville Railroad for permission to handle traffic from Hamp- 
ton, S. C., through H. & B. Junction, S. C., and from H. & B. 
Junction, S. C., through Hampton. That objection after the hear- 


ing was withdrawn and the Coast Line now asks that such relief 
be granted, 


The commission should find that rates on lumber and forest prod- 
ucts, incarloads, now in effect from points served by southern short 
lines, to points in eastern trunk line and New England territories, 
are just and reasonable. This finding, however, should not preclude 
complaint or investigation concerning particular rates. 

The Commission should grant to these southern short lines fourth 
section relief similar to that hereinbefore granted the Tennessee Cen- 


tral Railroad. Fourth section relief based upon water compensation 
from Gulf ports should be denied. 


An order should be entered authorizing the short lines in the 
southeast, applicants herein, to meet the rates of their competitors 
from junction points with the trunk lines and to maintain higher 
rates from loca] intermediate stations; provided that the rates from 
the said intermediate stations shall in no case exceed the lowest 
combination; and provided further that the factors applicable between 
points on the short lines applicants’ herein used in constructing 
rates on the lowest combination shall not be increased except as may 
hereafter be authorized by this Commission. Such portions of the 
applications which were heard as ask for relief based on the ground 
of water competition from the Gulf ports will be denied. 


All other and further relief prayed with respect to rates on lumber 
and other forest products from points on the short lines to points of 
destination involved in these proceedings should be denied. 


LUMBER RATE NOT APPLICABLE 


Examiner Morris H. Konigsberg has recommended the dis- 
missal of No. 15713, Milne Chair Co. vs. Atlantic Coast Line, on 
a finding that the sixth class rate of 54 cents was applicable 
to a carload of thin lumber or veneer, shipped from Smithfield, 
N. C., to Chattanooga, Tenn., in April, 1922. The rate was 
alleged to have been unjust and unreasonable. The complain- 
ant contended, the examiner said, that the charges were unrea- 
sonable to the extent they exceeded those which would have 
accrued at a lumber commodity rate of 27 cents. That con- 
tention was based, he said, upon the Commission’s decisions 
in Rates on Lumber and Lumber Products, 52 I. C. C. 598, and 
National Veneer & Panel Association, 81 I. C. C. 227, and the 
fact that the lumber tariff contained no restriction as to the 
thickness of the lumber upon which the rates were to apply. 
The decisions indicated that, in the opinion of the Commission, 
rates on lumber should apply on veneer because the distinction 
in the trade, between thin lumber and veneer, had largely dis- 
appeared. In speaking of the last mentioned decision and in 
disposing of the case, Konigsberg said: 


In this case it was also indicated that veneer, as the word is 
now used by the trade, has lost much of its original significance, 
and the great bulk of this commodity as it is now manufactured 
might with more accuracy be described as thin lumber. However, 
commodity tariffs must be strictly construed. This tariff is specific 
as to what manufactured commodities are entitled to the lumber 
rates named therein, whereas the classification minutely describes 
the size of veneer which constituted the shipment here considered. 
Therefore, until the specific commodity description is physically in- 
corporated into the commodity tariff the class rate must be applied. 

In support of the allegation of unreasonableness complaint in- 
stances lower rates in effect on vehicle material, telegraph cross 
arms, green salted hides, molasses, syrup, salt, starch, apples, and 
canned goods, but the mere reference to these rates without a show- 
ing of similarity of transportation conditions is not helpful. 


PACIFIC COAST LUMBER RATES 


Examiner Joseph F. Eshelman has recommended the dis- 
missal of No. 15303, Los Angeles Lumber Products Company 
vs. Southern Pacific Company, on a finding that the interstate 
rates on lumber and its products, from Oregon and California 
points, to interior California destinations, for the future, are 
not unreasonably low, unjustly discriminatory, or unduly prefer- 
ential of such interstate points of origin or unduly prejudicial 
to the complainant or to San Pedro, Calif., the point where it 
has its mill. 

The complainant alleged that the rates maintained by the 
Southern Pacific, from Westwood, Calif., Portland, Grants Pass, 
Medford and Klamath Falls, Ore., and points taking the same 
rates, to Sacramento and other points in California were un- 
justly and unreasonably low, in violation of the first section, in 
comparison with rates maintained by it from San Pedro to the 
same destinations; unjustly discriminatory and unduly prejudi- 
cial to the complainant and San Pedro and unduly preferential 
of the points of origin first mentioned, in violation of the 
second and third sections. 

This case, Eshelman said, together with two of similar im- 
port before the California commission, constituted the effort 
the complainant was making, to obtain, from either the state 
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or federal regulatory body, or both, and adjustment of rates on 
lumber and its products, from San Pedro to interior California 
points on a basis as low, distance considered, as those had by 
competitive interstate and state producing points. He said the 
record contained no evidence to support a finding of a violation 
of the second section. Eshelman said the Southern Pacific 
served practically all the points mentioned in the complaints. 
In Oregon, he said, it served points also served by water, and 
by independent short lines, and that waterborne lumber sup: 
plied the two great markets of San Francisco and Los Angeles. 
The complainant, he said, had trouble to market its mill prod- 
ucts in competition with lumber from the northern mill points. 
The case was heard jointly by the federal and state commis- 
sions. In disposing of the case Esheleman said: 


Upon the facts presented in this joint record bearing on the 
issues before it in C.R.C. Cases Nos. 1951 and 1973, the Railroad Com- 
mission of California has issued its opinion and order in those cases 
finding the rates on lumber and shook, in carloads, minimum weight 
30,000 pounds, from San Pedro, Pinedale, Madera, and Merced Falls 
to representative destinations in California excessive, unreasonable, 
unjust, discriminatory, and prejudicial for the future to the extent 
that they differ from rates therein prescribed. The following tabula- 
tion shows the rates on lumber and shook prescribed from San Pedro 
to representative points in comparison with the rates in effect previ- 
ously thereto which are designated in the table as present rates. 





Rates Rates 
e- Pre- 
Destination scribed Present Destination scribed Present 
Cents Cents Cents Cents 
RD a caine wale 11 15.5 Fillmore ....... 11 4.6 
Lancaster ...... 16 21.5 Chatsworth .... 14 17.5 
CO eee 19 25 CRMETE sitcccse 16 17.5 
Bakersfield .... 29° 37.5 WORETR  <icccce 16 17.5 
Porterville ..... 29 *43.5 38 Santa Barbara . 19 25 
a. ae 29 =4+*46.5 138 | ieee peeps 26 39.5 
po ee 30 *45 f38 Guadalupe ..... 28 45 
Los Banos ..... 30 51 San Luis Obispo 29 46.5 
MIE. vecessvees 30 *46.5 43.6 King City ...... 29 67.5 
CO 30 *49 43.5 Watsonville .... 30 53.5 
Oakdale 31 51.5 eee 31 51 
Modesto 31 51.5 CD. caece ns 14 16.5 
Newman 31 51.5 Greenspot ...... 16 18.5 
Stockton 31.5 42.5 PS eer 29 32 
Sacramento .... 31.5 42.5 Wi Centro ..ccc- 33 $36.5 
San Francisco .. 31.5 42.5 COMOTAEO occsecs 35 40.5 
SOT SOOO ccccse 31.5 42.5 
* Lumber. + Shooks. tIntrastate rate. 


The decision of the Railroad Commission of California determines 
that the rates prescribed therein from San Pedro and San Joaquin 
mills are reasonable and are properly related to existing intrastate 
rates from the other producing sections of California. To the extent 
that the reasonableness of the San Pedro rates and their relation to 
existing intrastate rates may be incidentally involved in the disposi- 
tion of the issues before this Commission, the basis prescribed by 
the California body seems lawful. That the interstate rates to Sacra- 
mento and vicinity are on a low basis there’can be no doubt, but it 
does not appear that they are unjustifiably low or that they do not 
yield to the carrier something in excess of out-of-pocket cost, in 
addition to making possible a profitable traffic in transcontinental 
lumber and inbound supplies. Complainant’s only serious claim of 
prejudice in the Sacramento territory in connection with the present 
basis of interstate rates relates to its inability to market shooks in 
competition with the northern pine mills. If, under the adjustment 
prescribed by the California Commission, complainant can not market 
a portion of its shooks in the Sacramento district, an increase in the 
rates from the interstate pine-shipping points would avail it nothing, 
for the reason that intrastate mills producing shooks in much greater 
volume would still have access to the Sacramento market on the 
14-cent rate. An increase in the Westwood-Sacramento rate at this 
time would disrupt the long-standing parity of adjustment with Weed 
and grouped points to the disadvantage of Westwood without ad- 
vantage to complainant. 

Upon a consideration of all the facts of record the Commission 
should find that the rates assailed will for the future be not un- 
reasonable, unjustly discriminatory, or unduly prejudicial to com- 
plainant_or San Pedro or unduly preferential of Westwood, Portland, 
Grants Pass, Medford, Klamath Falls, or grouped points or of com- 


plainant’s competitors at such points of origin. The Commission 
should dismiss the complaint. 


CRATES AND CRATE MATERIAL 


Attorney-Examiner E. C. Hillyer has recommended the 
dismissal of No. 16004, Crystal Springs Manufacturing Co. vs. 
Illinois Central et al., on a finding that the rates on wooden 
or veneered berry or vegetable crates and on box material, in 
mixed carloads, from Crystal Springs, Miss., to Walker, Doyle 
and Denham Springs, La., imposed on shipments made in Feb- 
ruary, March and April, 1922, were not unreasonable. The 
complaint alleged the rates were unreasonable, and in violation 
of the fourth section. ; 

The question was as to the applicable rates. The examiner 
said the data were insufficient to determine what the proper 
charges would have been on some of the shipments, but that 
on others there appeared to be both over and under charges 
which, he said, should be adjusted. After the complaint was 
filed the carriers published rates which were not attacked. 





RATES ON PIPE 

In a proposed report in No. 15807, Texas Pacific Coal & Oil 
Company vs. Chicago, Rock Island & Gulf et al., Examiner 
Andrew J. Banks has recommended that the Commission find 
that rates on iron and steel pipe, carloads, to and from points 
in Texas common point territory, were, are and will be unrea- 
sonable to the extent that they exceeded, exceed or may exceed 
rates for like distances computed under the scale prescribed on 
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iron and steel pipe, in carloads, in the Memphis-Southwestery 
Investigation, 77 I. C. C., 473-595, subject to an increase prior to 
July 1, 1922, corresponding to the general reductions of that 
date, and that rates assailed to and from points in Texas diffe. 
ential territory were unreasonable to the extent that they ex. 
ceeded rates for like distances computed under the Memphis. 
Southwestern scale, plus 20 per cent. He recommended ap 
award of reparation to the basis of the rates found reasonable 

The complainant alleged that the rates on iron and stee| 
pipe, in carloads, from certain points in Texas to certain points 
in Oklahoma, and from certain points in Oklahoma to certain 
points in Texas were unreasonable, and asked reasonable rates 
for the future and reparation. 





STAVE AND HEADING RATE 


Attorney-Examiner F. C. Hillyer, in a report on No. 16019, 
Chess & Wymond Co., of Louisiana, vs. Alabama & Vicksburg 
et al. said the Commission should find the rate on rough oak 
staves and headings, from Cherokee, Ala., to Jackson, Miss, 
not unreasonable and dismiss the complaint. The complaint 
alleged the rate had been, and was, unreasonable. It asked 
for a just and reasonable rate for the future, and reparation. 
Twelve carloads of such staves and headings were shipped over 
the Southern to Memphis and the Illinois Central to Jackson, 
the shipper having routed via Memphis. The complainant con. 
tended that the combination of 25.5 cents was unreasonable to 
the extent it exceeded 21 cents. The route specified by the 
shipper, the examiner said, was 24 per cent greater than the 
short line route. The railroads, he said, were willing to estab- 
lish a’ rate of 22.5 cents over the short three-line route, but 
were unwilling to have that used as the basis for reparation on 
shipments sent by the shipper over a long route. Each side 
brought in rate comparisons. The railroads, the examiner said, 
described the lumber rates in that region as being a ragged 
adjustment which they were about to revise. 


CONSOLIDATION PLAN OPPOSED 


In a proposed report in Finance Docket No. 4508, proposed 
operation of line by Pennsylvania Railroad and Pennsylvania, 
Ohio & Detroit Railroad, examiners C. E. Boles and A. C. Devoe 
have recommended a finding that public convenience and neces- 
sity are not shown to require the operation in interstate com- 
merce by the Pennsylvania, Ohio & Detroit, referred to as the 
consolidated company, of certain railroads in Ohio and Michi- 
gan, or operation by the Pennsylvania Railroad Company of the 
railroad now operated by the Manufacturers Railway Company 
of Toledo; that a certificate of public convenience and necessity 
is not required for the Pennsylvania to operate certain rail- 
roads which it now operates under lease, and that the proposed 
issue of stock by the consolidated company is not for a lawful 
object within its corporate purposes. The application contem- 
plated the merger of five companies comprising a part of the 
Pennsylvania system. 

The consolidated company and the Pennsylvania filed a 
joint application in which the former asked authority to issue 
and deliver 284,100 shares of its common capital stock of the 
par value of $100 each in exchange, share for share, for the 
issued and outstanding stock of the Cincinnati, Lebanon & 
Northern Railway Company, the Cleveland, Akron & Cincinnati 
Railway Company, the Toledo, Columbus & Ohio River Rail- 
road Company, the Manufacturers Railway Company (of To- 
ledo), and the Pennsylvania-Detroit Railroad Company, referred 
to as the constituent companies, and to issue and sell from 
time to time at not less than par 31,000 shares of common capi- 
tal stock of the par value of $100 each, the proceeds from such 
sales to be used for the capital purposes of the consolidated 
company. The consolidated company and the Pennsylvania also 
asked for a certificate authorizing operation by them, or either 
of them, of the several properties of the constituent companies. 
The Pennsylvania also asked authority to exchange the capital 
stock of the constituent companies which it now held for the 
capital stock of the consolidated company. 

The examiners said no representations had been made by 
state authorities and that no objection to the granting of the ap- 
plication had been presented to the Commission. 


The consolidated company, the examiners continued, was 
created and existed under the laws of Ohio and Michigan for the 
purpose of merging, uniting, and consolidating the capital stock, 
properties, and franchises of the constituent companies into one 
corporation. They said the agreement of consolidation was dated 
June 7, 1924, and was effective as of July 1, 1924. They said it 
appeared that the agreement had been approved by the constit- 
uent companies, by the Michigan state commission and that no 
approval by the Ohio commission was required. Full perform- 
ance of the agreement of consolidation would be accomplished, 
however, only when the consolidated company issued its stock in 
exchange for the stock of the constituent companies, the exam- 
iners said. 

All the outstanding capital stock of the constituent com- 
panies, except directors’ qualifying shares, is owned by the Penn- 
sylvania. The examiners, after referring in detail to the lines of 
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the constituent companies, said the lines of the several railroads 
were not parallel or competing, but were directly connected with 
and formed a part of the Pennsylvania system. The railroads of 
the constituent companies, except the Manufacturers company, 
they said, had been and were now operated by the Pennsylvania 
as lessee under 999-year leases authorized by the Commission, 
The Manufacturers company operates its own line. It was rep- 
sesented that the Pennsylvania would continue to operate the 
roads of the several constituent companies when the consolida- 
tion was fully effected by the full performance of the terms and 
conditions of the agreement of consolidation. Continuing, the 
examiners said: 


While authority is sought for the consolidated company and 
the Pennsylvania, or either of them, to operate the railroads of 
the constituent companies and a certificate of public convenience 
and necessity conferring such authority is requested, there is to be 
no change, so far as appears, in the operation of the properties of 
any of the constituent companies, except the Manufacturers’ com- 
pany. The Pennsylvania proposes to lease the properties of the 
consolidated company and represents that it will request the Com- 
mission’s approval and authorization of such lease. As the Penn- 
sylvania is now operating all the properties except those of the 
Manufacturers’ company, it needs no certificate of public convenience 
and necessity to continue their operation, even though it takes a 
new lease covering all of the properties. If it desires to operate 
the property of the Manufacturers’ company under lease, application 
for the necessary authority should be made under the provisions of 
paragraph (2) of section 5 of the interstate commerce act. There 
is no representation or statement of fact or of intention to show that 
the consolidated company will presently operate any part of the 
properties of the constituent companies or even that it purposes 
eventually to do so. It proposes to engage in interstate commerce 
only to the extent of holding the legal title to the instrumentalties 
which are to be used by the Pennsylvania. Under such circum- 
stances to issue a certificate that the public convenience and necessity 
require the operation of the properties by the consolidatd company 
would be a vain and idle function. Moreover there is nothing in the 
application or in the return to the commission’s questionnaire to 
show that the public convenience and necessity require or will 
require the operation of the properties by_ the consolidated company. 

The consolidated company proposes to issue and deliver its capital 
stock to the Pennsylvania, as the holder of the capital stock of the 
constituent companies, in performance of an agreement whereby it 
has acquired, by the process of consolidation and merger, lines of 
railroad heretofore owned by the several constituent companies. 
Section 20a of the interstate commerce act provides in part that 
from and after one hundred and twenty days after the section takes 
effect it shall be unlawful for any carrier to issue any share of 
capital stock unless and until the commission by order authorizes such 
issue, and that the commission shall make such order only if it finds, 
among other things, that the proposed issue is for some lawful ob- 
ject within the carrier’s corporate purposes. As used in section 
20a the term ‘“‘carrier” includes any corporation organized for the 
purpose of engaging in transportation by railroad subject to the act. 
The consolidated company represents that it is such a carrier. It 
becomes necessary therefore to determine whether the proposed issue 
is for a lawful object within its corporate purposes. 

In its opinion in the Chicago Junction Case, 264°U. S. 258, 267, 
decided March 3, 1924, the Supreme Court said: . 

‘It is true that, before transportation act, 1920, the interstate 
commerce act would not have prohibited the owners of the terminal 
railroads from selling them to the New York Central. Nor would 
it have prohibited the latter company from making the purchase. 
* * * But transportation act, 1920 * * * prohibited any acquisition 
of a railroad by a carrier, unless authorized by the Commission.” 

In a dissenting opinion in the same proceeding by Justice Suther- 
land concurred in by Justices McReynolds and Sanford, it is said: 

“Before transportation act, 1920, the New York Central would 
have been free to acquire these terminals without the consent of 
the Commission. * * * That act, so far as this question is concerned, 
requires the carrier, as a prerequisite to an acquisition of the char- 
acter here under consideration, to secure the authorization of the 
a which that body may grant ‘if it will be in the public 
interest.’ ”’ 

While the court is here dealing with the question of acquisition 
of control of one carrier by another under the provisions of paragraph 
(2) of section 5 of the interstate commerce act, the language used 
in the opinion of the majority apparently is intended to apply to 
the acquisition of any railroad, whether by purchase, purchase of 
stock, lease, consolidation, merger or otherwise. From this it would 
seem that the consolidated company could not lawfully acquire the 
railroads of the constituent companies without the commission’s 
authority. It would follow that the issue of stock for the purpose 
of fully effecting the agreement of consolidation by which the prop- 
erties of the constituent companies have been acquired would not 
be for a lawful object within the corporate purposes of the con- 
solidated company. 

Counsel for applicant advises that there is no present necessity 
for authority to issue the 31,000 shares of stock above mentioned 
and states that authority is only desired to issue the 284,100 shares 
m exchange for the shares of stock of the constituent companies. 
By the execution of the agreement of consolidation the consolidated 
company has apparently assumed obligation and liability in respect of 
the payment of the bonded indebtedness of the constituent com- 
panies without first obtaining authority from the commission under 
section 20a. 

Upon the facts of record the commission should find (1) that 
the public convenience and necessity are not shown to require the 
operation by the Pennsylvonia, Ohio & Detroit Railroad Company 
~ the railroads of the constituent companies now operated by the 
ennsylvania Railroad Company or the operation by the applicants, 
or either of them, of the railroad of the Manufacturers’ Railway Com- 
bany (of Toledo); and (2) that the issue by the Pennsylvania, Ohio 

etroit Railroad Company of capital stock, or any part thereof, 
&8 now proposed, is not for a lawful object within its corporate pur- 
ponee. The commission should further find that a certificate of 
= lic convenience and necessity is not required for the Pennsyl- 
— Railroad Company to operate the properties which it is now 
perating as lessee. 

The application in so far as it requests a certificate of public 
convenience and necessity for the Pennsylvania, Ohio & Detroit 
Railroad Company to operate railroads now operated by the Penn- 
Sylvania Railroad Company and for the applicants, or either of them, 
to operate the railroad now operated by the Manufacturers’ Railway 

Ompany, and in so far as it requests authority for the Pennsylvania, 
Ohio & Detroit Railroad Company to issue securities should be denied. 


The application in so far as it requests a certificate of public con- 
venience and necessity for the Pennsylvania Railroad Company to 


=, railroads which it is now operating as lessee should be dis- 
miussea. 


NEW AND WATSON APPROVE MERGER 


The Trafic World Washington Bureau 


Senator Watson, chairman of the Senate interstate com- 
merce committee, and Postmaster-General Harry S. New, both 
of Indiana, have written letters to the Commission approving 
the proposed Van Sweringen-Nickel Plate merger. 


In a letter to Commissioner McChord, Senator Watson 
said: 


I am in favor of railroad consolidations whenever and wherever 
practicable and to that end believe in the arrangement now being 
made by the Van Sweringens in the so-called Nickel Plate combina- 
tion of railroad properties. 


I believe it to be consistent with the spirit of the Esch-Cummins 
transportation act on the subject of consolidation and I am sure that 
this effort meets with the approval of a great majority of the business 
people of the section affected. 

Speaking as a citizen of Indiana, permit me to say that I feel 
quite sure that it will greatly aid all interstate commerce shipments 
originating in that territory and that to that extent at least it is 
a matter of concern to them, while it cannot fail to be of deep in- 
terest to all of the people in the territory traversed by the lines 
involved in this proposed consolidation. 


Postmaster-General New, ina letter to Commissioner Meyer, 
said: 


The consolidated New York, Chicago & St. Louis Railroad Com- 
pany, the Pere Marquette Railway Company, the Erie Railroad Com- 
pany, the Chesapeake & Ohio Railway Company, the Hocking. Valley 
Railway Company and the New York, Chicago & St. Louis Railway 
Company have filed application with your Commission which is 
now on the finance docket of the Commission, No, 4671, for authority 
for the last named company to acquire control of the systems of the 
other companies named under paragraph 2 of section 5 of the inter- 
state commerce act; and the New York, Chicago & St. Louis Railway 
Company has also filed application for authority to issue capital stock 
under section 20a of the interstate commerce act. 

I_ have lived in the heart of the country served by these roads 
and I feel justified in expressing my personal opinion to the effect 
that the consolidation above referred to would be to the interest of 
the general public throughout the territory affected. In my judgment 
it would be a benefit to the shipping and business public generally. 
I believe that favorable action by the Commission will do no one 
harm, but will result in real good to the public to be served. 


The American Short Line Railroad Association, which has 
been permitted to intervene in the Nickel Plate case, said in 
its application for permission to intervene that if the merger 
went through ag proposed certain weak roads would be left 
out of the group. It said the order the Commission would 
make in the case would establish a precedent and that hence 
it was a matter of supreme importance to the public and par- 
ticularly to the short and weak roads that such order as the 
Commission might make should be so framed and conditioned 
as that both the public and such carriers might not suffer 
possible injury through action as the Commission might take. 
It said it was ready to co-operate to the end that the problem 
would be solved properly. 

The states of New York, West Virginia, Virginia, Indiana, 
Ohio and Kentucky have advised the Commission they have no 
objection to the proposed merger. 

The Commission has authorized George C. Scott, John S. 
Bryan, George S. Kemp and Berkeley Williams, of Richmond, 
Va., and Lindsey Hopkins, of Atlanta, Ga., holders of 7,900 
shares of Chesapeake & Ohio common stock, and representing 
a stockholders’ protective committee representing 2,500 other 
holders of preferred and common stock who collectively own 
in excess of 145,000 shares of C. & O. stock of a value in 
excess of $14,500,000, to intervene in the Van-Sweringen-Nickel 
Plate merger case. 

The interveners, in their petition asking authority to inter- 
vene, alleged that the Commission was without jurisdiction or 
power under the interstate commerce act to determine wheiher 
the proposed lease of the C. & O. to the Nickel Plate, or of 
the proposed lease of the Hocking Valley to the C. & O., was fair 
and reasonable in its terms and conditions. They said that the 
Commission should not now undertake authorization of the 
merger because of pending litigation in the courts at Rich- 
mond. The interveners also alleged that the net earnings 
of the C. & O., had for a number of years been large, notwith- 
standing and especially since the Van Sweringens obtained 
operating control of the property in the last two years, the 
management had been lavish in making expenditures in main- 
taining the property, and that such expenditures had deprived 
the stockholders of dividends and had decreased the market 
value of the stock. 


NEW LINE APPROVED 
The South Plains & Santa Fe Railway Company has been 
authorized to construct a line of railroad in Lubbock, Hockley 
and Cochran counties, Tex., extending from a connection with 
its existing line at Doud in a general westerly direction to a 


point near the west line of Cochran county, a distance of about 
65 miles. 
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LAKE CARGO COAL CASE 


The Trafic World Washington Bureau 


The Commission April 7 announced that it would hear 
argument, April 27 and 28, on the Hoch-Smith prayers in No. 
15007, Pittsburgh Coal Producers’ Association et al. vs. Ashland 
Coal & Iron Railway et al., and related cases, commonly known 
as the lake cargo coal case. The argument is to be in copnec- 
tion with the argument on that lake cargo coal case, already 
set for the dates given. The setting of the argument on the 
prayers is taken as evidence that the Commission has no fixed 
idea on the Hoch-Smith resolution with respect, to its applica- 
tion to this coal case and is desirous of obtaining the views of 
attorneys interested. 

It is believed the arguments will give the Commission 
a fair opportunity to come to a conclusion as to what de- 
gree of earnestness exists among shippers who have indicated 
a desire to use the Hoch-Smith resolution as an addition to the 
transportation act. Ever since the first petition was filed under 
that resolution there hag been a suspicion that appeal to it, or 
against its use, has masked some desire other than a forward- 
ing of the jurisprudence around the transportation law so as 
to make it appear as being in harmony with the “true policy of 
rate-making” as declared by the Hoch-Smith resolution. 

Among those who have thought on the technicalities of the 
lake cargo case there has been an inclination to admit that the 
petitioning interveners have a technical right to a further hear- 
ing for the introduction of testimony bearing on conditions in 
the coal industry because they offered such testimony and the 
examiners ruled it out. Since that time the law has beer 
changed but the case has not been decided so there is ground for 
insistence, by the interveners, it is believed, that they be 
allowed to present the testimony that was excluded. 

The new legislation under which the interveners demand 
to be heard is commented on in a number of exceptions filed 
by parties in the case, to the recommendations of the exam- 
iners. Attorneys for the Pittsburgh Coal Producers’ Associa- 
tion made a separate answer to the petition of the intervening 
distant field operators asking for the further hearing by reason 
of the adoption of the Hoch-Smith resolution and they ignored 
it in their exceptions. 


E. J. McVann, in behalf of the Northern West Virginia 
Coal Operators’ Association, one of the complainants, said that 
at this time when the Commission was operating under the 
Hoch-Smith resolution it might be well for it to consider apply- 
ing the lumber, grain, livestock and sugar rate-making theory 
to the large cargo coal rate adjustment “rather than the narrow, 
reactionary, mileage theory of the examiners, which cannot 
possibly have any other effect than to stifle the free move- 
ment of lake cargo coal from many districts, and deprive the 
northwest of the benefit of the competition of the tonnage which 
will be shut out of the markets by the proposals of the 
examiners.” 

A. B. Pratt, for the Northern States Power Company, one of 
the intervening consumers, said that after the examiners, in 
their report, had called attention to the Hoch-Smith resolution, 
“proceed to go directly contrary to this instruction (the Hoch- 
Smith resolution) and propose a widened differential adjustment 
which, inevitably, if put into effect, would restrict and curtail 
the free movement of coal from the West Virginia, Kentucky 
and Virginia districts. We feel that it is the duty and right 
of the Commission, in any event, but especially so under the 
instructions contained in the above mentioned resolution, to go 
just ag far as possible, without giving the carriers just cause 
for complaint that rates are unduly low (and there are none 
such now on the present basis), in narrowing the differential 
spread in order to permit the fullest competition among all 
shipping districts in furnishing coal to the northwest. That 
would be in the interest of the consumers and the consumers’ 
welfare should be of paramount consideration, with justice to 
all other interests, in the disposition of this case.” 


The Michigan Public Utilities Commission offered excep- 
tions to the conclusion of the examiners as to effect of the Hoch- 
Smith resolution in connection with a case of this kind. The 
Michigan body said that it excepted to their conclusion because 
it seemed contrary to what Congress really said. They said 
that the resolution “refers only to the economic conditions 
that may be present in the northwest, the effect of which 
may affect or impede seriously, the free movement of com- 
modities. The whole purpose of our intervention, as we stated 
both in our petition and in our brief, was to preserve to the 
people of Michigan the broadest possible competition in the pur- 
chase of coal. We felt then, and we still feel more strongly 
now, in the light of the Hoch-Smith resolution, that the Com- 
mission should look at this question far more broadly than these 
examiners suggest. In fact, we feel that the Commission was 
bound, even before the Hoch-Smith resolution was passed, to 
treat these coal rates to the lakes in such manner as to pre- 
serve the broad competition for the benefit of the consumers, 
just as it has treated lumber, sugar, livestock, grain, etc., in 
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the interest of the consumers of those articles. Since the 
passage of the Hoch-Smith resolution, we feel that where the 
Commission was bound to do this by the logic of the circum. 
stances, it is now bound to do it by the mandate of Congress. 
We assert that if these spreads between the coal fields are 
widened in the manner proposed, it must necessarily impede 
the free flow of this commerce to our state. We feel that the 
Commission has the right and the duty of going just as far ip 
equalizing the advantages and disadvantages of rival shippers, 
for the benefit of the consumers of this coal as it has done for 
the benefit of consumers of the other articles mentioned.” 

The Wisconsin commission also mentioned the Hoch-Smith 
resolution. It said that it was quite willing to cooperate with 
the Commission in conducting an investigation of the kind 
called for by the resolution “and it is felt that this lake cargo 
coal caSe is one that is affected especially. It is suggested 
that the lake cargo coal-rate structure is one that should be 
gone into with care, and that the Commission should not alter 
it upon the sort of record that induced these examiners to make 
their proposed findings, since that record contains very little 
evidence upon the points laid down by your honorable Commis. 
sion in your circular of March 17, docket No. 17000.” 

The Wisconsin commission suggested setting aside the find- 
ings of the examiners and that the case be reopened to permit 
all of the consuming interests to be heard fully upon the new 
conditions, in accordance with the “true policy of rate making 
as set out by the Congress in the resolution in question.” 

A discussion of the economic aspects of No. 15007, Pitts- 
burgh Coal Producers Association et al. vs. Ashland Coal & 
Iron Co. et al., and the cases bracketed with it, commonly 
known as the lake cargo coal case, has been filed by attorneys 
“er the By-Products Coke Corporation in connection with ex- 
ceptions to the report of the examiners in that case. The 
coke corporation was an intervener, but it did not take any 
part in the case. It is a consumer which buys coal, f. o. b. 
mines, from mines in which, according to the exceptions, it 
has a financial interest. It uses, on an average, a million tons 
of coal a year, about one-third of that quantity moving all-rail 
and the remainder by lake and rail. 

If the rates are increased as proposed by the examiners, 
the exceptant says, they will increase the lake cargo rates by 
seven cents per net ton from Kanawha; Pocahontas, three 
cents; Harlan, 27 cents, and from the Big Sandy district seven 
cents. The average increase in differentials over Pittsburgh 
would be 30.4 cents. 

“The increases in the rates themselves will increase its 
cost of producing coke, pig iron and various other by-products 
of coal,” said the exceptant, “and will render it less able to 
compete with manufacturers who are similarly situated and 
manufacture the same commodities, but who secure their coal 
from the Pittsburgh district.” 


The exceptant said there would be little objection to the 
conclusion of the examiners, that cost of service was important 
in the shaping of railroad operations and had to be considered 
in the construction of rates, if it were made as to the traffic 
of the carriers as a whole and were not used to support the 
findings in this case. The aggregate return from the rates on 
all commodities transported by a particular railroad, the attor- 
neys said, should be sufficient to pay for the cost of performing 
the entire service and provide for reasonable earnings on the 
investment. But, they said, that did not mean that the rate on 
each commodity had to bear an equal percentage of cost. They 
said it was fundamental that luxuries and high priced articles 
paid to the carriers a larger return than necessities and low 
priced commodities. 


“Yet the examiners conclude, from cost studies which are 
far from persuasive, that the rates on one particular commodity, 
having peculiar transportation characteristics, should be raised 
because the returns from such rates do not yield the carriers 
as much revenue as some other traffic,” say the exceptions. 

Cost of service, the exceptions added, had little place in 
determining the reasonableness of rates made on a group basis. 
If such cost could be determined, they said, it had to be subor- 
dinated to that nicety of judgment which was required in the 
making of proper rates. Group rates, they said, generally dis- 
regarded distances, and for that very reason variations would 
be found in the actual cost of performing transportation serv- 
ice; so that, after all, unless the scheme of grouping was first 
discredited, cost of service, in view of more controlling con- 
siderations, was of minor importance, because, even though 
costs were determined to the satisfaction of the Commission, 
the fixing of rates in a grouping bases still called for the 
exercise of judgment in which other considerations were of 
greater importance. 

“It is entirely clear to us,” said the attorneys, “that the 
rates specified in the findings are improper, because they have 
been made to give effect to erroneous conclusions. Why is it 


necessary, even assuming that the conclusions are proper, that 
the rates from the distant mines should be ‘frozen’ while the 
rates from the mines of the complainants should be fixed as 
‘maxima,’ only making possible the further widening of the 
differentials in the event that the findings of the examiners are 
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the Commission? The answer, apparently, is that In the upper producing section, embracing western North Caro- 
nal are convinced that the more lecieut pone should lina, eastern Tennessee, Virginia, West Virginia and Kentucky, there 


are really no groups, and lumber moves on separate individual rates 
not ship any lake cargo coal and that the rates should be fixed from practically every individual producing point. 


go that there will be no doubt as to the accomplishment of The lumber products from these different areas are largely com- 
this purpose.” petitive; and the different methods of figuring freight rate charges 


P ae . results in discrimination against certain producers, and the differ- 
The conclusions of the examiners, the exceptant said, were once in practice is gravely prejudicial to those in this upper terri- 
nothing more than the academic statements of their opinions tory and to the public. 


ag to the duties of the Commission. 2. Freight rates on lumber from any and every standpoint or 


: basis of comparison are unduly high. he average freight charge 
“They would make a mathematical automaton of the Com- ‘6 ‘transporting lumber and forest products is unjust, unfair, 
mission,” says the exception and argument book. “In each and prejudicial of the rights of and discriminately against the lumber 


every case they would compute the distances from points of industry of the United States as a whole and the consumers of the 
origin to destination, determine, if possible, the cost of service —— revenue charged by the railroads for carrying lumber rela- 
and fix the rates accordingly, endeavoring at the same time to tive to the charges for carrying coal, coke, cattle, grain, rock, lime, 
shorten the hauls with the hope of increasing the efficiency of cement, merchandise of any and all kinds, upon any and every fair 
railway equipment and of enabling the roads to handle greater basis of comparison, is unjust, unfair, prejudicial and discriminatory 


= = to < i h b factu : h m- 
tonnage per unit of time. They would do nothing which might fg ay mst the lumber manufacturing industry, and the consu 
encourage the free movement of traffic or the development and It is my belief that it is the intent and proper construction of 
preservation of industries. They would disregard competition a enon Ro ne ee is initiated that 
and commercial conditions and would abandon those cardinal . - io cca . 


ene tinea COTTON MANUFACTURERS AND RATER 


Therefore the by-products corporation prays that the report In the opinion of the committee on rates and transportation 
be not adopted and that the complaints be dismissed. of the National Association of Cotton Manufacturers, in con- 
—S vention this week, the members of the association face two 
HOCH-SMITH PRAYER significant problems—the bearing of greater than a just share 
The Traffic World Washington Bureau of the total transportation cost of the country in return for 
transportation service required to attain complete activity, and 
The Live Poultry & Dairy Shippers Traffic Association, in 


- ; a destruction of freight rate relationships between competitive 
exceptions filed with the Commission in No. 15395, Live Poultry sections and common markets existing for many years, which 
& Dairy Shippers Traffic Association vs. Abilene & Southern can have no other result than a change in industrial location, 
et al., to the report of the examiner therein, charges that the causing unemployment and unnecessary financial losses. 
report fails to take any note of the Hoch-Smith rate revision 


; ; In its report to the convention the committee said activ- 
resolution, which, the complainant says, “takes away from the ties in the last few months, and particularly the joint con- 


Commission power to fix a maximum reasonable rate upon farm ference with the committee on merchandising, had shown a 
products.” The case involves rates on live poultry, in carloads, most urgent need for the consideration of the following items: 
from Texas and Oklahoma to central, eastern, trunk line and 1. Freight rate adjustments in the so-called Eastern district 
New England territories. The exceptions were submitted by due to proposals of the carriers in relation to the Eastern class rates 
C. R. Hillyer, counsel, and B. W. Redfearn, general manager. investigation. 

Complainant says that the resolution specifically provides 2. The necessity for a full and sincere co-operation of all of our 


. : members in matters pertaining to transportation charges and service. 
that all pending cases “shall be decided in accordance with this 3. A study of individual traffic problems by each member in an 


resolution,” and that the examiner has overlooked entirely this effort to determine cost and service requirements, which will permit 


provision of law of + —S Aap North ane — 2 nena 
: . , ‘ e full an ree co-operation and co-ordination of all of our 
Contending that the Hoch-Smith resolution governs the case, members with the carriers by rail and by water, through statements 
the complainant says: of facts, with the hope of results in transportation costs and service 
equitable to both carriers and manufacturers alike, which will retain 
The examiner has written his report under the old law per- cotton manufactuping establishments in the North in their present 






mitting the Commission to fix only maximum reasonable rates. locations to m 
There is no longer any power in the Commission to fix so-called 
maximum reasonable rates on farm -products, or in fact to fix 
any rate whatsoever on said products other than the kind of a 
rate that the Congress has directed the Commission to fix. The 
only lawful rates that can be required on live poultry is in the lan- 


al advantage. 


FULL ADDRESS OF CONSIGNE 
order to reduce delay and possibly non-delivary of freight, 


guage of the statute, “the lowest possible lawful rates, com- the National Industrial Traffic League has sent members 
patible with the maintenance of adequate transportation.” a plea for the observance of the American Railway Associa- 
That live poultry is a farm product within the meaning of the 


statute, no one will question. * * * The Commission will see from tion’s circular No. D-11-166, asking that all shippers place, on 
the record here before it that in the territory from which the arrival notices sent out, the full address of the consignee. The 
weet seers. Te verry see Sie Soe Oe Led Ct. circular warns against sending post-cards without the street 
s e far s 

the boll weevil. Live poultry is the lowliest of all agricultural 4dress, since the Post Office Department does not give di- 
products and it would » impossible to, seane any. product that rectory service without that information. 

comes within the amended law so completely, or that is in suc : 

se need of that law, as live poultry traffic in carloads. * a. The The circular, in part, is as follows 

pow oy Ra hg RA oh Ey fF A hy ym United States post office department does not give directory serv- 
flated and that the railroads are showing a substantial profit over ice to postal cards which do not show the street address and will not 
and above all expenses. * * * The rates here involved markedly undertake to make delivery of same by mail carrier. The post office 
transgress the requirement of the amendment to the law of Jan- department has again called attention to the growing tendency to 
uary 30, 1925, that rates shall be adjusted so as to “develop the depend upon the post office to supply street addresses on local mail 
country as a whole.” In the Southwest the rates are adjusted on matter (drop letters), and has issued instructions to postmasters in 
live poultry, the raw farm product, upon a far higher level than larger cities having carrier service, not to give directory service to 
upon the manufactured product of the packers, dressed poul- pos letters which do not show street address. To insure delivery of 
try. * * * Moreover, that act (Hoch-Smith) lays down as“thetrue 2!rival notices at the larger cities, it is therefore important that 
policy” that the Commission shall ascertain whether a farm prod- Wherever possible to do so, street address be shown thereon, and 
uct “freely moves.” This record shows that it does not. The where it is not possible to obtain the street address of the consignee, 





mov notices should be deposited in a two-cent stamped envelope bearing 
ae Wits ant ae yg Re TOR, Bg Ry return address. The members are, therefore, again urged to instruct 
year in sections where reasonable and non-prejudicial rates ob- agents at points of origin to secure from the shippers complete ad- 
tain, the farmers of the Southwest are actually losing ground. dress of consignee, which should be shown on bills of lading and 
The prejudice in this rate adjustment against the live poultry carried on waybills to destination, and the agents at destination 
Producer is shown in the farm testimony wherein it is pointed should be instructed to exhaust every effort to ascertain the street J 
out that the prices in- the-Southwest paid to the farmer for his \2@4ress of consignees when it is not known. . V4 
eg tA agg the — of a a ane tom gree Jo — ; ; lf 
oma farmers also. brings s. traffic w n the terms : 
mais e, mendment of January 13% 1925, which directs the Com- RAILWAY POSTERS ; 
rates on Gresges pOUITy. seein tt tanmaneinie for tha Wha, pUemnEY The Bureau of Railway Economics has acquired approx- 
shipper to compete with the packer and the latter takes the poul- imately 250 large art posters issued by the publicity depart- 
y from the farmer at his own price. ments of the railways of more than ten countries. The posters 
—_—_—_— cover a wide range of subjects and include symbolical allusions 
RATE STRUCTURE INVESTIGATION to line industries as well as artistic descriptive picturing of the 
In a statement filed with the Commission in response to its playgrounds and places of historic interest. Among them will 
notice in No. 17000, Landon C. Bell, of Columbus, O., engaged be found the works of such prominent artists ag Maurice 
i the hardwood lumber business, said: Griffenhagen, R. A.; Sir David Murray, R. A.; Sir William 
. i ta, ea bieliaalidle k satis sitiaisllia Orpen, R. A.; Adrien Stokes, R. A.; Frank Brangwyn, R. A. 
. er ‘orm ra r 
basis of seaman ba = ae osha oie Gackes products. In the expectation that these will be of interest to the rail- 
For example, in some cases the same rate applies on all lumber Way men and the public generally, it is proposed to exhibit 
7 by various mills repardiecs of their a _— = them the week of April 20 in one of the rooms of the Bureau of 
niiis within a certain area take a group rate, while in 0 Railway Economics on the tenth floor of the Transportation 
localities 1 arat ‘O- 
ee ae moves on a different rate from every separate pr building, Washington, D. C. 
In the south there are large sections embracing several of the The exhibit has been prepared and is being shown by the 
lumber producing states in such groups; lumber from all stations on 


library of the Bureau assisted by W. E. Shoults of the Bureau’s 
Nl 2 
destinationa ee a a a ee foreign statistical department. oi Ne 
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FRUIT AND VEGETABLE SHIPMENTS 


Heavy increases-in the movement of southern onions, cab- 
bage, potatoes, grapefruit and tomatoes were reported for the 
week ended April 4, but equally heavy losses were reported in 
the shipment of lettuce, celery, oranges and old potatoes, ac- 
cording to the weekly report of the Bureau of Agricultural 
Economics of the Department of Agriculture. The total for 
the week was 13,500 cars, as compared with 13,545 car8 the 
preceding week. The totals from the weekly summary of car- 
lot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 























Mar. 29- Mar. Mar. 30- This Sea- Last Sea- Total 
Apr. 4- 22-28, Apr. 5, son to son to Last 
1925 1925 1924 Apr. 4 Apr. 5 Season 
Sommers for Ap- 
ples: 
Western States 238 212 405 39,791 60,964 63,014 
Eastern States 417 506 595 58,997 71,495 75,113 
TOtal «2c 655 718 1,000 *98,788 132,459 138,127 
Asparagus: 
EE. cnccvinces 251 238 129 580 323 1,235 
Cauliflower: 
_ a earre 57 99 47 4,004 4,038 4,286 
Cabbage (Old 
Crop): 
es 66 89 8 *41,678 36,972 37,014 
Cerrar? (New 
r : 
. 051 *835 825 *6,012 78,018  *+¢41,678 
Celery (Old Crop): ~° 
veal peunes - 22 67 38 *17,952 17,138 17,160 
Celery (New Crop): 
| eae 374 562 405 5,120 75,546  *f17,962 
Cucumbers: 
"a otal stare aaaxeraare 95 *60 1 *175 1 7,166 
Grapefruit: 
‘ Ko Mer ere 784 *654 636 *16,116 15,322 20,023 
Lemons 
UEGE Seveeccee 207 154 292 4,712 5,159 12,615 
Lettuce: 
Total at adder ,226 =. 1, 556 726 *18,229 15,600 29,473 
Mixed Citrus Fruits: 
Ronse 77 76 dad 2,812 oe 4,829 
Mixed Vegetables: 
; Pw eheamealee 890 *816 565 *8,962 6,794 *28,764 
Onions (Old Crop): 
otal eorrtie 150 224 315 *30,316 28,683 29,480 
Onions (New Crop): 
° _ ee. 354 35 — 411 $3,918 
ranges 
To pinnnwewe 1,417 1,678 2,294 *40,850 48,170 78,337 
Peppers 
PTrotal inde euan 19 24 17 377 567 2,427 
Spinach: 
“ RED a Kewe ewes 464 *396 407 *5,974 5,276 7,618 
Strawberries: 
; see 172 114 48 918 527 18,785 
Str Beans: 
Total aACeGS bats 92 26 37 924 716 5,011 
Sweet Potatoes: 
... an 177 197 102 *14,929 14,369 14,533 
Tomatoes: 
EE. cmaesinwas 304 203 443 2,253 4,063 *26,683 
Summary Potatoes: 
32 Crop: 
. | ee 378 161 99 680 7196 219,856 
192 4 Crop: 
Leading Sec- 
tions, Late 
eee 4,172 4,498 4,786 151,922 165,966 193,549 
Other Sections, 
Late Crop. 45 63 126 18,342 14,694 15,124 
Early Crop.... 1 2 1 49,592 33,378 33,391 
| ere 4,218 *4,563 4,913 *219,856 214,038 242,064 
Grand Total All 
Commodities 13,500 *13,545 13,347  %542,638 550,215 *725,630 


* Includes all delayed and corrected reports received to date. 
t Not included in grand total. 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Associa- 
tion from 373 of the chief commercial softwood lumber mills 
of the country indicated a marked expansion of the lumber 
trade in the week ending April 4. Production, shipments and 
orders all were much larger than at this time in 1924. Com- 
pared with the preceding week, there was little change; a 
smaller number of reporting mills showing some decrease in 
new business and production and some gain in shipments. 

The unfilled orders of 250 southern pine and west coast 
mills at the end of last week amounted to 629,127,577 feet, as 
against 668,663,540 feet for 251 mills the previous week. The 
128 identical southern pine mills in this group showed unfilled 
orders of 245,122,762 feet last week, as against 245,435,392 feet 
for the week before. For 122 west coast mills the unfilled orders 
‘were 384,004,815 feet, as against 423,228,148 feet for 123 mills a 
week earlier. 

Altogether the 373 comparably reporting mills had ship- 
ments 105 per cent and orders 100 per cent of actual produc- 
tion. For the southern pine mills these percentages were, 
respectively, 99 and 98, and for the west coast mills 123 and 116. 
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Of the comparably reporting mills, 350 (having a normal 
production for the week of 223,464,031 feet) reported production 
101 per cent of normal, shipments 109 per cent and orders 103 
per cent thereof. 

The following table compares the national lumber move. 
ment as reflected by the reporting mills of seven regional asgo. 
ciations for the three weeks indicated: 


Corresponding Preceding Wk, 

: Past Week Week, 1924 1925 (Revised) 
NE saceasacticsnsceleewas 373 368 389 
Proaguction  ...00.0000% 242,388,550 232,108,380 246,586,659 
SHIPMENTS o...00:c0s0000 255,495,084 239,777,041 247,134,639 
Orders (New Bus.).. 241,186,908 202,448,738 249,063,967 


The following revised figures compare the lumber move. 


ment for the first fourteen weeks of 1925 with the same period 
of 1924: 


Production 
Dias asacin tccere Career ore 8,191,437,534 


Re decedeslemeluaee 3,220,176,772 3,292,843,531 3,230,634,044 
Risen A cata actiareesd Panett: 
28,739,238 117,933,245 173,015,478 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills, 
Consequently, the former are not represented in any of the fore 
going figures. Nine of these mills reported a cut of 5,190,000 
feet, shipments 6,128,000 feet and orders 5,323,000 feet. The 
reported cut represents 22 per cent of the total of the California 
pine region. As compared with the preceding week, there was 
a decrease in cut of 5,760,000 feet, shipments 3,543,000 feet and 
new business 5,621,000. 


COAL PRODUCTION AND SHIPMENT 


“The final week of the coal year 1924-5 brought a halt to 
the steady decline in solf coal production that has been in 
progress for nearly three months,” says the Geological Survey 
in its weekly coal production report which, in part, follows: 


Shipment 


Orders 
3,174,910,286 


3,057,618,566 


Preliminary estimates place the total output in the week ended 
March 28 at 8,350,000 net tons, an increase of 67,000 tons. 

The preliminary reports on loadings in the week ended April 4 
do not indicate any revival in mining activity. In fact, the total cars 
reported for Monday and Tuesday was 2 per cent less than that for 
the same days last week. Prediction for the remainder of the week 
would be difficult owing to the presence of the Hight-Hour Day holi- 
day which is widely observed at the union mines. In earlier years the 
day has annually counted as 0.3 of a normal] day. In 1924, however, it 
counted as nearly a half dav , 

Preliminary estimates indicate that the total production of soft 
coal during the coal year 1924-25 was 470,862,000 net tons. In the six 
preceding coal years it was as follows: 


Years of activity Years of depression 


1918-19...... 553,858,000 net tons 1919-20...... 495,924,000 net tons 
1920-21...... 533,740,000 net tons 1921-22...... 445,487,000 net tons 
1923-24...... 561,212,000 net tons 1922-23...... 432,900,000 net tons 


Thus it is seen from the viewpoint of soft coal production, the coal 
year 1924-25 stands 78,739,000 tons behind the average of the 3 years of 
activity and about 12,759,000 tons ahead of the years of business de- 
pression. Compared with the average of the 6 years it stands about 
32,990,000 tons behind. 

Like bituminous coal, the production of anthracite at the close of 
the coal year 1924-25 was at a lower level than that recorded at a cor- 
responding date for several years. The total estimated output in the 
week ended March 28 is now placed at 1,640,000 net tons, a gain of 
127,000 tons over the preceding week when production was curtailed 
by the partial observance of a holiday. The weekly rate of production 
at the close ‘* the last 6 coal years was as follows: 

ons 


Net Net tons 
March 28, 1925........ 1,640,000 March 25, 1932. ....... 2,095,000 
March 29, 1924........ 1,942,000 March 26, 1921........ 1,564,000 
March 31, 1923........ 2,008,000 March 27, 1920........ 1,921,000 


The total output of anthracite during the coal year 1924-25 is now 
estimated at approximately 88,100,000 tons. Production during the 5 
preceding coal years was as follows: 

i oS |: ee 91,130,000 net tons a: eee 57,138,000 net tons 
oS ae 89,975,000 net tons : | 91,700,000 net tons 

Dumping of bituminous coal over the piers at Hampton Roads 
declined to 390,608 net tons in the last week of March, a decrease of 
about 10 per cent. Cargoes consigned to New England and exports in- 
creased somewhat, but the gain was more than offset by a decline of 
nearly 50 per cent in shipments to the “other coastwise’” trade. 
Cumulative dumpings during 1925 to date stand at 5,014,885 tons, an 
increase of more than a half million tons over the record for the 
corresponding period of 1924. 





LOCATION OF CARS 


The percentage of home cars on home roads (class I) as 
of March 15 was 68.5, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were ag follows: Box, 
56.1; refrigerator, 74.1; coal and coke, 77.7; stock, 88.5; fiat, 
78.4; others, 94.3. By districts the percentages for all classes 
of equipment were as follows: Eastern, 59.3; Allegheny, 76.5; 
—, 69.4; Southern, 63.1; Western, 72.5; all districts, 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of March 15 showed the following: 
Eastern district, 97, as against 97.5 year ago; Allegheny, 103.8, 
as against 103.5 year ago; Pocahontas, 84.4, as against 86.9 
year ago; Southern, 100.4, as against 98.4 year ago; Western. 
97.3, as against 96 year ago; all districts, 98.8, as against 97.8 
year ago; Canadian roads, 90.3, as against 89.2 year ago. 


April 3 


f 
A 


/ 
Aft 


cross | 
Lawrel 
the di 
said 1) 
factory 
forbid 
Co 
divisio 
into tk 
the la! 
rence 
trunk 
pecau: 
Panan 
roads 
divisic 
to the 
F 
invol\ 
a rou 
the ( 
over 





V 
old tl 
bear, 
dent 
rougl 
solut 
riers. 
suge' 
rates 
centé 
That 
be u 
mové 
ond 
mov 
he s 
than 
spre 
fifth 


thir 
is 1 
low 
volv 
pro 


tion 
ing, 





to 
in 
vey 


ded 
il 4 


ee. 


, 


april 14, 1926 











‘// EASTERN CLASS RATE CASE 


f The Trafic World Washington Ryreau 
After the traffic vice presidents has been subjected to 
cross examination in the eastern class rate hearing. D. \T. 


Lawrence was recalled to finish his presentation of facts about 
the differential routes. In the course of the discussion he 
said the divisions received by the rail lines were not satis- 
jactory and that, in his opinion, the Commission had power to 
forbid the use of circuitious, illogical and uneconomical routes. 

Commissioner Eastman was interested in the subject of 
divisions. He wanted to know why the railroads had entered 
into through route and joint rate arrangements, especially with 
the lake lines, if the divisions were not satisfactory. Mr. Law- 
rence said the arrangements were made at the time when the 
trunk lines were under the necessity of selling their lake lines 
pecause the Commission had ordered a divorce, under the 
Panama canal act. He suggested that inasmuch as the rail- 
roads had to sell they were not in a position to insist upon 
divisions that would be satisfactory to them but not satisfactory 
to the prospective purchasers of the ships. 


F. L. Ballard, attorney for some of the steamship lines 
involved in the differential route question suggested that before 
a route be placed in the category of circuitious or uneconomical 
the Commision ascertain the time needed for taking freight 
over it from point of origin to destination. 


What was dubbed as a “common sense application” of the 
old theory of freight rate-making, namely, what the traffic would 
bear, was put into the record by T. C. Powell, traffic vice presi- 
dent of the Erie, April 3. He suggested a twelve-class scale, 
roughly divided into three groups of four classes each, as a 
solution for many of the rate problems that now afflict the car- 
riers. But he was not prepared to go into details about his 
suggestion. Broadly speaking, he said, he would not have the 
rates in the third group of four lowest classes bear any per- 
centage relation to the classes in the first group of four classes. 
That first group of the first four classes, he explained, should 
be used in making less-than-carload rates on traffic that would 
move considerable distances regardless of the rates. The sec- 
ond or middle group would be for carload traffic which also 
moved in less-than-carload quantities. As between such traffic, 
he said there should be a spread between the carload and less- 
than-carload ratings akin to the existing spreads, which existing 
spread is two classes; that.is to say, if the carload rate is 
fifth, then the less-than-carload is third. 

The four highest numbered classes would constitute the 
third or lowest group into which would fall the freight that 
is moved on commodity rates, generally speaking, at rates 
lower than those given any traffic that moves in considerable 
volume on class rates; that is, the raw materials and partly 
processed materials. 

“What you propose might be called a common sense applica- 
tion of the old ‘what the traffic will bear theory of rate-mak- 
ing,” suggested E, L. Ewing. 

“A common sense application of the perpetual theory,” 
agreed Mr. Powell, changing the adjective from old to per- 
petual. j 

Mr. Powell explained a speech he had made at Buffalo in 
which he was taken as advocating mileage rates and opposed 
to groups. Mr. Powell said he favored groups of origin, but 
not destination groups. 

Mr. Collyer was recalled to make a general statement re- 
specting commodity rates and the policy that would be followed 
in respect thereto. The effect of his testimony, as understood 
by those interested, was that the carriers intended cancelling 
commodity rates that were higher than the class rates which 
would apply to such commodities, but for the presence of the 
commodity rates. As to others, he said, consideration would 
be given when the matters were brought up. 

J. C. MacAnanny, assistant general freight agent of the 
Boston & Maine, and G. M. Wood, freight traffic manager of the 
New Haven, answered the proposals of the Maine Central to 
increase their arbitraries east of New Brunswick, Me., the in- 
creases to inure to the benefit of the Maine Central. They were 
desirous of noting non-concurrence in the proposals, Mr. Mac- 
Ananny for the trunk lines generally and Mr. Wood for the New 
Haven specifically. 

Mr. Bates, for the Pennsylvania, took the stand to say that 
that carrier desired to apply scale No. 2 to the peninsula south 
of Porter, Del. Mr. Collyer, in his direct testimony at the start 
of the hearings, by mistake, it was said, put the peninsular lines 
on scale No. 1, while the R. F. & P., the other bridge line from 
the south, between Richmond and Washington, was on scale 
No. 2. The desire was to have uniformity. Mr. LaRoe sug- 
gested that that would increase rates on agricultural products 
in disregard of the Hoch-Smith resolution. Mr. Bates pointed 
out that on potatoes, one of the products of the peninsula, 
there would be reductions from a considerable number of points. 

Mr. LaRoe tried to induce Mr. Powell to discuss the Hoch- 
a resolution, giving Hoch the approved Berlin pronuncia- 


“You mean Hoax-Smith, don’t you?” asked Commissioner 
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Eastman, apparently fishing for views on that legislation, from 
Mr. LaRoe. Mr. Powell was not ready with views, so he said 
the subject was rather broad and let it go at that. Mr. East- 
man, if he was fishing, also had a water haul. 

A half dozen or more efforts were made, in connection with 
the cross-examination of carrier witnesses on April 3 and the 
following day, to cajole them into a discussion of the meaning 
of the Hoch-Smith resolution. Commissioner Eastman, the day 
before, seemed to be signaling for light on the subject by re- 
ferring to the joke name for the legislation, the Hoax-Smith 
resolution. Commissioner Eastman, the deay before, seemed to 
be signaling for light on the subject, by querying the pro- 
nounciation of the first part of the name of the Hoch-Smith 
resolution. 

That assumption brought objection from Mr. LaRoe. He 
pointed out that dairy products and poultry, which seemed to 
him to be agricultural products, moved on third class. He sug- 
gested that peaches, moving on second class, were also agri- 
cultural products. Mr. Collyer, however, was not inclined to 
go into the subject; nor was any other railroad witness pining 
for an opportunity to discuss the legislation. Assistant Attor- 
ney-General Thomas J. Green, of Michigan, also brought up the 
subject in connection with questions pertaining to the adjust- 
ment of all-rail rates to points in the northern part of the 
lower peninsula of that state, in contrast with the lower rates 
to the west-bank Lake Michigan ports in Wisconsin. Eugene 
Morris was the witness to whom his enticing questions were 
directed, but Mr. Morris was satisfied to say that the percent- 
age groups in the peninsula were those prescribed or authorized 
by the Commission in the Michigan percentage cases and leave 
the Hoch-Smith matter to some other persons. 

Mr. Collyer was on the stand for hours, devoting consid- 
erable time to pointing out that the general language used 
by him in his direct testimony and also in answers made by 
him on cross-examination could not be taken as applying to 
every particular situation. Fayette B. Dow asked about the 
percentage group adjustment to and from Rochester which 
would not be the same eastbound as westbound, under the 
proposed adjustment, his suggestion being that the higher per- 
centage was counter to the volume of the tonnage movement. 
Mr. Collyer would not agree with Mr. Dow that the Rochester 
situation was in disregard of the rule because the volume 
suggestion to which he had agreed pertained to both class and 
commodity volume, while the rates to which Mr. Dow was 
referring were those applicable to class traffic alone. 

Answering a question by Mr. Dow, Mr. Collyer said his 
personal opinion was contrary to that of Messrs. Maxwell and 
Ingalls, that rates from the percentage groups should be the 
same east and west. His view was that there were reasons 
for differences in the limits of the groups and differences in 
the percentages based on direction of the movement. 


T. H. Fee explained fourth section violations on the West- 
ern Maryland and A. P. Gilbert told about the reasons for the 
proposals respecting class rates to and from branch-line points 
of the Chesapeake & Ohio. 


Samuel House, recalled for cross-examination, in answer 
to questions by E. S. Ballard, admitted there would be as 
many, if not more, fourth section departures under the pro- 
posed adjustment than at present, but that the new ones would 
be of a better quality; that is, that the shipper would have 
less reason to object to the new ones than the present ones. 
He said their quality would be better because they would be 
more nearly in accord with the standard of departures ap- 
proved by the Commission, under blanket orders, than those 
in existence now. He submitted an exhibit of the present and 
proposed departures which also showed that where there were 
departures in the existing rate structure there would be none 
under the proposed. 


Cross-examination of carrier witnesses wag continued at the 
session of April 6 over which Examiner Hosmer presided as 
the only Commission man because Commissioner Eastman had 
to attend the monthly conference of his colleagues, for the 
disposition of submitted cases. E. B. Tullis, for the Erie, was 
cross examined on fourth section departures from C. F. A. east- 
ward; O. S. Lewis, on the general subject of the proposed 
scales, transportation and operating conditions; E. P. Bates, in 
particular about the making of rates to the “eastern shore” or 
Delaware-Maryland-Virginia peninsula and the declination of 
the Pennsylvania to apply the mileage made by its Chesapeake 
Bay steamship line instead of counting the all-rail mileage 
around the head of Chesapeake Bay as controlling rates to the 
peninsula. 


Mr. Ballard made a formal request that the carriers put 
into the record an operating study pertaining to trunk line 
and C. F. A. territories, or, as Mr. Ballard called it, an adequate 
transportation analysis so as to show conditions as they were 
in the two territories, in such form that the two could be brought 
into contrast. That study, he also asked, be made in such form 
as to enable the shippers to contrast operating conditions in 
scale No. 1 territory and in the territories in which three other 
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proposed scales would apply if the Commission approved the 
proposals of the carriers. 

In the course of his testimony Mr. Lewis admitted that 
operating conditions on some of the railroads where No. 1 scale 
was to apply were similar to the conditions in areas where the 
higher rates were to apply. He said that carrier competition 
would require the use of No. 1 scale on some parts of some 
railroads regardless of the mountainous character of the, ter- 
ritory. 

“If that is so, why has not carrier competition in the past 
required the use of the same scales?” asked Mr. Dow, obviously 
basing his inquiry upon the fact that the New York Central, 
the Pennsylvania and the Baltimore & Ohio, for illustration, 
have not had, nor have they now, the same scale of class rates 
but scales differing greatly. 

“There has been great pressure for commodity rates on 
traffic that should be moved on class rates because of the dif- 
ference in the class rate structure,” said Mr. Bates. “That is 
one of the things we want to remove, if we are to have a 
revision of the class rates, and thereby reduce the demand for 
commodity rates.” 

A. E. Beck of Baltimore took Mr. Bates a ride on the east- 
ern short or peninsular situation. Mr. Bates said the Pennsyl- 
vania preferred to carry traffic around the head of the bay, 
rather than consider the mileage of its rail-and-steamer route 
to the eastern shore as controlling. Mr. Beck wanted Mr. Bates 
to say that under the proposed method of figuring distance 
Philadelphia would have an advantage over Baltimore in rates 
to the peninsula. Mr. Bates preferred to say that the new 
rates would give the two cities a relationship based on their 
mileage. He thought it would not be proper to figure the 
mileage via the rail-and-steamer route inasmuch as the facilities 
for the transfer of freight from the railroad to the steamers 
at Baltimore were not sufficient to enable the railroad company 
to handle all its kinds of traffic via that route. He admitted 
that the railroad, in transferring freight to other boat lines, 
would perform the same service, in general, as it would per- 
form in transferring to its own boat line. He added that the 
situation in regard to Baltimore probably called for a conference 
looking to the giving of the same rates to Baltimore, on traffic 
to the peninsula, ag Philadelphia, the situation at present. Mr. 
Beck suggested even lower rates for Baltimore, but Mr. Bates 
did not want to express an opinion on that point. 


Having gained a whole day on the schedule, participants in 
the eastern class rate case did not work on it April 7. Instead 
they arranged for a conference as to what should be done by the 
railroads in making the revenue test that is to be made so as 
to show what the proposed class rates would do to the revenue 
if and when, in the future, there should be a volume of traffic 
exactly equal to the volume that moved in the test period that 
will have to be selected. 


The eastern shore or peninsular situation which has caused 
Mr. Bates to cross examine Mr. Bates at considerable length 
also invited H. J. Wagner of Norfolk. He called Mr. Bates’ 
attention to the fact that the justification that had been offered 
for scales Nos. 2, 3 and 4 was difficulty in operation. He asked 
what difficulties the Pennsylvania encountered in operating its 
N. Y. P. & N. system between Norfolk on the south and the 
head of Chesapeake Bay on the north. Mr. Bates said that no 
one had claimed operating difficulties called for scale No. 2 on 
the peninsula. He directed attention to the fact that in propos- 
ing scale No. 2 for application on the peninsula he had said that 
the Pennsylvania desired, via that connecting link with the 
south, to maintain the same rates as were proposed for the 
R. F. & P. link between Washington and Richmond, via which 
scale No. 2 rates were made applicable to both Richmond and 
Norfolk. Mr. Wagner asked if it were not true that the Penn- 
sylvania, by recent application to the Commission, had not dis- 
closed plans to shorten the distance between Norfolk and the 
northern shore, and Mr. Bates admitted that that was so; also 
that there was a considerable volume of overhead traffic to 
use the shortened distance. 


Use of key points in Philadelphia to calculate the mileages 
to that city brought a shower of questions from T. M. Wood- 
ward, C. R. Marshall and G. P. Wilson. Mr. Woodward wanted 
to know whether it was fair to place all the key points in the 
southwestern part of the city for the calculation of mileages to 
points in the northeatsern part of the city, such as, for instance, 
Tacony. Under the key point system of calculating mileages 
the actual distance between Trenton, N. J., and Tacony, 21.1 
miles, would be inflated to 43.3 miles, although Mr. Woodward 
contended the freight for Tacony was not carried to the nearest 
of the four key points and then brought back to Tacony, but 
would be distributed from the break-up yards at Holmesburg 
Junction. 

The question of the competition between Philadelphia and 
the Albany, N. Y., groups was brought up. Albany, although 
farther from Chicago than Philadelphia, takes a lower percent- 
age of the New York-Chicago rates than Philadelphia. Mr. 
Bates said Philadelphia shippers were always pressing the Penn- 
sylvania for a better adjustment. The Westinghouse people, 
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he said, recently called attention to the fact that the difference 
in freight rates on an electrical job in Chicago on which the 
Westinghouse factory at Eddystone was figuring in competition 
with the General Electric at Schenectady was $1,000. He saiq 
that, on mileage, Albany should take higher rates than Phila. 
delphia, but that under the proposal Philadelphia would suffer 
a slight increase in the percentage upon which rates were to 
be calculated. 

The frankness with which Mr. Bates dealt with the situa. 
tion increased the wonder which some have had as to whether 
the Pennsylvania and the New York Central were not on the 
verge of a fight about rates. That wonder was created when 
the Pennsylvania and the Baltimore & Ohio joined in insist. 
ing that Pittsburgh should be put on a parity, eastbound, with 
Buffalo, a position to which the New York Central finally 
acceded. 

Edgar E. Clark asked Mr. Bates if he had found why and 
when Albany was removed from the relationship of rates to and 
from Boston, Mr. Clark being of the idea that Albany should be 
20 per cent under Boston, owing to competition in the market- 
ing of the same kind of goods. Mr. Bates said he had not found 
anything in the records definitely indicating why or by what 
authority that relationship had been broken. 

“If it is fair for Albany to take rates in relation to the de. 
pressed rates from Boston, would it not be fair for Philadelphia 
to have rates made in the same way?” asked Mr. Wilson. 

“It would seem so,” said Mr. Bates. 

Mr. Butler, the Norfolk & Western witness, put into the 
record a revised exhibit of distances. He said he had used the 
distances over the routes customarily used and not the shortest 
physical distances possible to arrive at by using three or four 
railroad lines. He made the revised exhibit, he said, because 
Mr. Eastman had called attention to the discrepancy between 
the distances furnished by him and those put into the south- 
eastern class rate case. The differences, he said, arose simply 
from the difference in methods used. 

Mr. Dervin, the man who had filed distance exhibits, was 
subjected to a cross examination as to the reasons for the dif- 
ference in methods used in the calculation of mileages to and 
from Philadelphia in comparison with Pittsburgh. Answering 
questions asked by Mr. Wodward, he said the fact that there 
were many more freight stations in New York, Philadelphia 
and Baltimore than in Pittsburgh and Buffalo and that there 
was floatage and lighterage at the ports, was the reason for 
the difference in methods. 

The conference held April 7, instead of a hearing in the 
eastern class rate case, resulted in an agreement that the sug- 
gestions made by Traffic Director Hardie should be put out 
in a tentative form from Commissioner Eastman’s office as the 
basis for further discussion on the subject, which is that of 
finding a basis upon which the carriers shall make a revenue 
test of the proposed class rates. 

Broadly speaking, Mr. Hardie suggested a test to ascertain 
the effect of the proposals, intra-territorial in New England, 
Trunk Line and Central Freight Association territories, inter- 
territorial between each of the territories mentioned, and inter- 
territorial between Official, Western and Southern Classification 
territories. He also suggested that, as to the test between 
classification territories, that there be a separation in the fig- 
ures to show the revenue derived from combination and joint 
rates; also a separation so as to show the revenue obtained 
from state rates in all the states of Official Classification ter- 
ritory other than New England, New York, New Jersey, Dela- 
ware, Maryland and Pennsylvania. The exceptions were made 
on account of the fact that no complaint had been made that 
the rates within the states mentioned caused any undue preju- 
dice as between shippers or any unjust discrimination against 
interstate commerce. However, Examiner Hosmer suggested 
that inasmuch as representatives of some of the state com- 
missions had been sitting in the hearings with Commissioner 
Eastman and himself, the question as to whether there should 
be a separation of revenue as between state and interstate in 
those states should be submitted to them. 


New England and New York problems were subjected to 
cross-examination scrutiny April 8, when, at the morning ses- 
sion, Donald Wilson of the Long Island, J. R. MacAnnany of 
the Boston & Maine, and George Wood of the New Haven 
were recalled to answer questions by attorneys representing 
shippers particularly interested in the proposals of the carriers 
to inflate the mileage to New York and to make special provi- 
sion, also by inflation, to take care of what they asserted to 
be the unusual cost of performing lighterage service in New 
York harbor. The witnesses were examined chiefly by Wilbur 
LaRoe, Jr., W. H. Chandler and Manley Ives, the latter a new- 
comer in the case on account of the interest of New England 
wood pulp makers and shippers. 

In the course of the cross-examination Mr. Wood expressed 
the opinion that the trunk lines had not made their rates to the 
Jersey shore stations high enough to cover the costs involved 
in getting their traffic delivered in New York harbor.. That was 
one reason, he indicated, for the proposals, on behalf of the New 
Haven and New England lines supporting it, for the lighterage 
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provisions to which New England interests have objected. Mr. 
Wood said he believed in making the charges for lighterage 
delivery in New York high enough to cover the cost of the 
service, adding he thought the principal shippers did not object 
to that. He admitted that, up to this time, the shippers in New 
England had supported the New England roads in their en- 
deavors to obtain the full benefit of the Anderson scale. How- 
ever, he did not go along with the attorneys when they sug- 
gested that the course of the New Haven in respect of rates 
by its steamship lines and its proposals respecting lighterage 
tended to alienate the support the shippers had been giving. 

Answering a question by Mr. Chandler, Mr. Wood said the 
New Haven absorbed the cost of making deliveries in Boston, 
on traffic from New York on account of competition, but con- 
tended that it should not be required to make absorption for 
lighterage delivery in New York harbor, the difference in serv- 
ice being emphasized by the witness to show reason for dif- 
ference of treatment of the costs of the two services. He de- 
clined to assent to a rule for treating lighterage delivery at 
New York submitted by Mr. LaRoe, on behalf of the Port Au- 
thority, the general effect of which was that the charge at New 
York should be only enough to cover the difference in cost of 
delivering as between delivery at an inland point comparable 
to freight stations on Manhattan Island, and such insular sta- 
tion where lighterage was used. 

New England carriers did a bit of laundering at the after- 
noon session of April 8, thereby injecting an element of inter- 
est other than the pointed inquiries of New England shippers 
as to why the New Haven had proposed to add a scale beginning 
with fifteen cents first class for the service of floating inter- 
change traffic at New York, thereby putting a big burden on the 
great bulk of the traffic, running into millions of tons to enable 
it to break even on a few hundred thousands, according to a 
declaration by W. H. Chandler. 

The washing took place while George H. Eaton, traffic 
manager for the Maine Central was giving additional explan- 
atory testimony in behalf of the Maine Central’s proposal to 
run the Anderson A: scale to Brunswick and then add arbi- 
traries on traffic east of that point, the Anderson scales being 
used for 500 miles westward and then the Trunk Line No. 1 
scale for distances beyond the end of the Anderson scale, in- 
stead of using the No. 1 scale proposed by the trunk lines. Mr. 
Eaton was at pains to controvert the intimation, he said, had 
been that the Maine Central waited until the last minute before 
submitting its proposals and then submitted them without giv- 
ing their trunk line and New England neighbors notice of in- 
tention to pursue an independent course. Mr. Eaton said the 
other people knew the Maine Central intended to break away 
because they knew that they had voted down the Maine Central 
on every proposal and the Maine Central had said it would 
present its own views to the Commission. 


“That is not true,” said Mr. Eaton after he had repeated the 
substance of the allegations and intimations going to make 
up the implied charge of bad faith in this matter. 

W. A. Cole, of the Boston & Maine, immediately thereafter 
began asking questions beginning with “isn’t it a fact’ the pur- 
port seeming to be an intent to show that the neighbors of the 
Maine Central had reasons, founded on the record, for contend- 
ing that the Maine Central had not kept faith, but on the con- 
trary, through its witness, Snow, had kept its proposals to 
itself until it was ready to put them into the record, even 
against a question by Commissioner Eastman so framed as to 
cause the witness to say that he wished the Commissioner to 
wait until he had set up his scenery before asking him to 
present his actors, the actors being the rate proposals here- 
inbefore sketched. 

Except for that diversion into the quality of the Maine 
Central’s course in the matter, the cross examination was con- 
fined to the proposals of the New England roads as to allow- 
ances for lighterage and floatage in New York harbor, espe- 
cially the fifteen cent allowance. F. P. Kinney and J. T. Slater 
of the New Haven were recalled on that subject, the latter to 
supplement his figures showing the cost of lighterage by show- 
ing the cost of floatage in contrast with the cost of switching at 
Boston and the figures for the maintenance and repair of 
floats at New York. He brought to date, figures for the cost per 
car, of switching in Boston, used in the Boston switching case; 
also the age, number and dry-docking of New Haven floats 
used in New York. The revised figures on switching showed 
a cost, based on engine hours, of $6.79 per car between the 
New Haven and the Boston & Albany; $5.02 for interchange 
with the Union Freight Railroad and $7.46 intra-terminal. 
The cost of transfer between Oak Point, a New York harbor 
point and the Pennsylvania, via the rail-and-water route involv- 
ing the New York Connecting and the Hell Gate bridge was 
shown at 54.1 cents per ton; with the Central of New Jersey, 
all-water, 18.2-cents; and Lehigh Valley, 22.1 cents. The cost 
of the water part of the rail-and-water interchange was shown 
as 8.4 cents per ton. 

Commissioner Eastman wanted to discuss the wide dis- 
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praity in costs but Mr. Slater said he preferred not to go into 
that question of policy. 

Testimony of the carriers, direct and on cross examination, 
was completed at the morning session of April 9. Adjournment 
was taken until June 15. At that time New England shippers, 
and probably trunk line shippers also, will be heard. Decision 
has not been made as to where the next hearing will be held. 
Commissioner Eastman, when he announced that adjournment 
would be taken until June 15, suggested that the next hearing 
could be had either at Boston or Washington. Just before ad- 
journment suggestion was made that Portland, Me., would be a 
good place to hold a hearing, on account of the big interest 
among Maine shippers created by the proposals of the Maine 
Central, especially the addition of stiff arbitraries to points east 
of Brunswick and Portland. 

Practically the whole of the last day was devoted to elabora- 
tion of the Maine Central’s proposals and the cross examination 
thereon. The only exception was the cross examination of 
W. F. Everding, assistant general freight agent of the Eastern 
Steamship Lines. His cross examination consisted of a few 
questions by W. H. Chandler to clear up fourth section situations 
he thought had not been made clear. 

George H. Eaton and Lucian Snow, Jr., both Maine Central 
men, enlarged the stock of information respecting the proposals 
of that carrier, one of which was to add fifty miles to the actual 
distance through New York to cover the cost of transfer at that 
point, and, incidentally, if not primarily intended for that 
purpose, equalizing the various gateways into New England, 
with the short route through New York. 

Charles E. Gurney, chairman of the Maine commission, sub- 
jected Mr. Snow to cross examination by having the witness 
read questions and answers that had been prepared by the 
chairman and the witness before the beginning of the oral cross 
examination. Mr. Gurney thought the answers not fully re- 
sponsive. He asked the witness to read the answers he had 
made, but Mr. Snow elaborated upon his answers. Then there 
was an off-the-record discussion between Mr. Blachford, attorney 
for the Maine Central, and Mr. Gurney as to whether the an- 
swers were responsive, with the result that the record was left 
to show that the Maine Central said that some of the answers 
could not be made more definite at this time, but that its desire 
was to answer every question and make it as complete as could 
be made, with Mr. Gurney accepting the Maine Central’s assur- 
ance on that point at 100 per cent, and without challenge or 
criticism at this time. 

Sympathetic cross examination of Mr. Snow was made by 
Mr. Woodward on behalf of Philadelphia interests, apparently 
because the use of the Maine Central plan would give Philadel- 
phia and Baltimore rates, from New England, with an inflation 
of fifty miles or less, while the inflation under the trunk line 
plan would be double that. Mr. Snow explained that less than 
fifty miles was added to the Baltimore distance because of the 
determination of the Maine Central to meet the competition of 
the Grand Trunk at Buffalo, the Buffalo mileage being held as 
maximum in figuring the distance to Baltimore. 

Parker McCollester, attorney for the trunk lines, in the 
absence of Mr. Barrett, said his information was that the Grand 
Trunk did not intend to disrupt rates because of its shorter 
mileage, at intermediate points, but would ask for fourth section 
relief, so as to avoid disruption. He asked Mr. Snow if his 
information was correct. Mr. Snow said that that was not his 
understanding of the Grand Trunk’s position. Then Mr. Mc- 
Collester wanted to know if the position of the Grand Trunk 
was as indicated, whether the Maine Central would change its 
position. Mr. Snow thought not. 

Chairman Gurney brought in the question of motor truck 
competition and wanted to know whether the Maine Central 
had considered that in making its proposals. Mr. Snow said 
motor truck competition could not be handled in a class rate 
case and that much of the attitude of the railroads would have 
to depend, in that matter, upon the stand taken by the authori- 
ties of the state of Maine. 


“REVENUE FREIGHT LOADIN 


Z-“The greatest number of cars on record for this season of 
the year were loaded with revenue freight the first three months 
of this year,” says the car service division of the American 
Railway Association. 

“The total for that period, which includes the period from 
January 1 to March 28,/was_11,765,235 cars. This exceeded by 
177,224 cars, or 1.5 per cent, the @drresponding period last year, 
which had marked the previous high record for this season of 
the year. It also exceeded by 448,495 cars, or four per cent, the 
corresponding period in 1923. 

“The total number of cars loaded the first three months 
this year fell short only 78,890 cars, or seven-tenths of one per 
cent, of the estimate made on January 6 by the car service divi- 
sion of the American Railway Association as to what the total 
loading would be for the first quarter of the year. This decrease 
in the actual loading under the estimate was principally due 
to the falling off in coal traffic. - 
“Loading of revenue freight for the week ended March 28 
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totaled 931,395 cars, an increase of 22,032 cars over the preced- 
ing week, increases over the week before being reported in the 
loading of all commodities except live stock. 

“Compared with the corresponding week last year, the 
total for the week of March 28 was an increase of 24,006 cars, 
but a decrease of 4,879 cars under the corresponding week in 
1923. It also was a substantial increase over the corresponding 
weeks in 1920, 1921 and 1922.” . 

Loading by districts the week ended March 28 and for 
the corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 7,403 and 7,431; live 
stock, 2,530 and 3,028; coal, 40,538 and 43,418; coke, 2,471 and 2,920; 
forest products, 6,219 and 6,433; ore, 1,827 and 2,379; merchandise, L. 
Cc. L., 74,050 and 70,911; miscellaneous, 90,945 and 90,171; total, 1925, 
225,983; 1924, 226,691; 1923, 233,428. 

Allegheny district: Grain and grain products, 3,034 and 2,547; 
live stock, 1,901 and 2,550; coal, 38,676 and 44,029; coke, 6,163 and 
6,695; forest products, 3,448 and 3,619; ore, 4,551 and 5,283; merchan- 
dise, L. C. L., 54,478 and 52,040; miscellaneous, 80,451 and 77,256; 
total, 1925, 192,702; 1924, 194,019; 1923, 206,493. 

Pocahontas district: Grain and grain products, 172 and 192; live 
stock, 87 and 67; coal, 25,541 and 22,489; coke, 430 and 288; forest 
products, 1,736 and 1,828; ore, 101 and 110; merchandise, L. C. L., 
7,349 and 6,880; miscellaneous, 4,783 and 4,805; total, 1925, 40,199; 
1924, 36,659; 1923, 37,525. : 

Southern district: Grain and grain products, 3,480 and 3,314; live 
stock, 1,692 and 1,750; coal, 16,800 and 19,601; coke, 1,179 and 976; 
forest products, 25,934 and 25,719; ore, 1,522 and 1,557; merchandise, 
L. C. L., 41,794 and 40,530; miscellaneous, 66,656 and 53,395; total, 
1925, 159,057; 1924, 146,842; 1923, 148,869. 

Northwestern district: Grain and grain products, 8,533 and 9,017; 
live stock, 7,371 and 9,093; coal, 4,659 and 5,157; coke, 1,602 and 1,143; 
forest products, 23,623 and 25,941; ore, 896 and 928; merchandise, 
L. C. L., 32,233 and 29,233; miscellaneous, 35,872 and 33,213; total, 
1925, 114,789; 1924, 113,725; 1923, 114,000. 

Central Western distfict: Grain and grain products, 8,377 and 
8,954; live stock, 10,720 and 10,020; coal, 10,698 and 14,998; coke, 309 
and 316; forest products, 11,511 and 9,836; ore, 3,545 and 3,229; mer- 
chandise, L. C. L., 37,200 and 36,487; miscellaneous, 50,470 and 43,813; 
total, 1925, 132,830; 1924, 127,653; 1923, 138,894. 

Southwestern district: Grain and grain products, 3,876 and 4,368; 
live stock, 2,301 and 2,093; coal, 3,977 and 4,957; coke, 150 and 180; 
forest products, 9,591 and 8,737; ore, 442 and 363; merchandise, L. C. 
L., 15,471 and 15,101; miscellaneous, 30,027 and 26,001; total, 1925, 
65,835; 1924, 61,800; 1923, 57,065. 

Total, all roads: Grain and grain products, 34,875 and 35,823; 
live stock, 26,602 and 28,601; coal, 140,889 and 154,649; coke, 12,304 
and 12,518; forest products, 82,062 and 82,113; ore, 12,884 and 13,849; 
merchandise, L. C. L., 262,575 and 251,182; miscellaneous, 359,204 and 
$28,654; total, 1925, 931,395; 1924, 907,389; 1923, 936,274. 


All districts reported increases over the week before in 
the total loading of all commodities except the Northwestern. 
All districts also reported increases over the corresponding 
week last year except the Eastern and Allegheny. Increases 
over the corresponding week in 1923 were reported in all except 
the Eastern, Allegheny and Central Western districts. 

Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 
Five weeks in January...........+. 4,450,993 4,294,270 4,239,379 
Four weeks in February............ 3,619,326 3,631,819 3,414,809 
Four weeks in March.,.........+.0.. 3,694,916 3,661,922 3,662,552 
i ee 11,765,235 11,588,011 ‘11,316,740 


WOOL RATES INVESTIGATION 


H. J. Davis, representative of the Boston Wool Trade Asso- 
ciation, put in his rebuttal testimony at the continued hearing 
of 14787, wool rates investigation of 1923, and 13272, Boston 
Wool Trade Association against the Arizona and New Mexico 
et al., before Commissioner Campbell and Examiner Faul at 
Chicago, April 3. 

Mr. Davis said he could not understand the opposition of 
the road in so far as they appeared to believe that shippers 
in the West would be hurt by the proposal to make joint through 
rates by rail and water from the West to Boston. He said 
the shippers or growers in the West would receive a benefit 
in that more wool would be sold. He entered exhibits showing 
how prices are figured in the wool trade and exhibits to show 
comparisons of the all-rail rate with the rail-and-ocean rate. 

Any benefit to be had through granting joint through rates, 
he said, would go to the shipper, since he paid the freight in 
every instance in shipping wool. With reference to contentions 
of the carriers that shippers got more for their wool in Cali- 
fornia than they did in Boston, he said nothing had been put 
into the record to show that that was true, and, as a matter 
of fact, the shippers got the same in both places. He said 
no wool would be taken away from the western markets—that 
is, the amount now consumed would not be decreased, since 
there was so much more produced than the markets in the 
West could use, that there would always be plenty. 


WAGE STATISTICS 


In January, the number of employees reported by Class I 
railroads was 1,728,338, a decrease of 8,366 as compared with 
the returns for the previous month, while the total compensa- 
tion was $243,359,868, an increase of $3,011,216, or 1.3 per cent, 
as compared with the month of December, according to January 
wage statistics compiled by the Bureau of Statistics of the 
Commission. The summary of the Bureau follows: 
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Compared with the returns for January, 1924, the employment 
shows a decrease of 1.2 per cent and the total compensation an in- 
crease of 1.6 per cent. The most substantial change in straight time 
hourly earnings appears for the train and engine service employes, 
whose average straight time earnings per hour increased from 73.8 
cents to 77.5 cents. For all employes reported on an hourly basis, the 
average straight time earnings per hour were 57.6 cents in January, 
1924, and 58.8 cents in January, 1925. 

The monthly earnings, by groups, were as follows: 
Monthly earnings of. 
Employes reported Employes reported 

on daily basis on hourly basis 
January January January January 








Group 1925 1924 1925 1924 
Executives, officials, and 
SEMEL GOMIMEBMES ccccicccccccce $439 $433 ae a 
Professional, clerical, and 
RR rrr 184 182 126 124 
Maintenance of way and 
ee, rere 243 240 94 90 
Maintenance of equipment 
Sg. Sarre 247 244 126 124 
Transportation (other than 
train, engine, and yard).... 98 97 126 124 
Transportation (yardmasters, 
switch tenders, and hoists). 257 253 157 150 
Transportation (train and en- 
SG MORVIOGR 6 c0cesseesecccne ~— 201 192 


ncrease or decrease in the number of employes, by groups, Jan- 
uary, 1925, compared with previous month, and with January, 1924. 
January, 1925 compared with 


Grou December, 1924 January, 1924 
Executives, officials, and staff assistants 88 143 


Professional, clerical, and general....... (d) 789 (d) 2,855 
Maintenance of way and structures...... (d) 11,383 (d) 5,730 
Maintenance of equipment and stores... 4,025 (d) 8,954 
Transportation (other than train, engine, 
8), ere eee (d) 3,278 (d) 2,090 
Transportation (yardmasters, switch 
TONGETR, ANG NGGICTS) 06. ccciccscceces 231 (d) 992 
Transportation (train and engine service) 2,740 (d) 1,116 
DUE GEOOES occerccecscwrsccsovces 8,366 (d) 21,594 


A comparison of the number of employes and their compensation, 
by months, follows: 
CLASS I STEAM ROADS 


Number Total 

Month— of employes compensation 
oO Pa ararseer sparen ee arenes eee er 1,749,927 $239,550,251 
February, 1924 ...... [a Slanearal a Wlarer Gigins Stee ace, ate eaioeak 1,753,289 230,915,026 
EEE. onsc.4-0.o enced acheisiativ.o-0b Kiowleereme ornare 1,760,268 241,406,659 
I ad isardiclaaene aes Se carn caesoesurensioe® 1,787,217 236,909,229 
TE Sonia eds. cyacqicldreioikse-ce abr vietr nl distano etuaa 1,792,504 240,029,129 
CS RS eer eer rere re 1,770,565 229,495,526 
SIE I blast cckGin bara alakp ain. ote Wom wield ore aceite 1,773,114 236,525,640 
MN NONE Said 0s) ore Soak a'ee> sides ie hed ovale. west 1,788,972 239,518,006 
EE UE oc uas qrecraisciaWeigceae ser aweeeoas 1,801,296 240,659,259 
a 8 ASRS ee rn er ee 1,822,616 255,484,848 
SS. | ee Ser eee 1,788,723 236,063,123 
I DIE, .o.51) o wrarecersroe ehajoreeisueiiow <tuncinn 1,736,699 240,348,652 
NEE. DUNE Ses onsdn cccweseduccsereennceewte 1,728,333 243,359,868 


JACKMAN COMMENDS LEAGUE 


J. H. Beek, executive secretary of the National Industrial 
Traffic League, has received the following letter from Prof. 
W. T. Jackman, of the Department of Political Economy, Uni- 
versity of Toronto: 

I have followed closely for almost fifteen years the work 
of the National Industrial Traffic League and have been greatly 
interested in the results of your activities. You have attained 
to a place of great importance in the transportation field, not 
merely because of your large membership, but much more be- 
cause of your stand for what is best, and this, not for the ship- 
pers alone, but also for the railroads and the public. You have 
brought to bear upon the problems of transportation and traffic 
that soundness of judgment which comes from collective ex- 
perience and careful thinking, and your stand upon important 
issues commands the almost universal allegiance of those who 
are in a position to judge of the merits of these issues. Such 
a business organization which can bring together judicious 
minds in the solution of the difficulties which are continually 
emerging in the relations of the carriers with the public is of 
inestimable value to the entire country. 

When I compare the range of subjects which now engage 
the attention of the League at the annual meeting with the 
corresponding range of subjects even ten years ago I. am im- 
pressed with the magnitude and the vital significance of the 
work which you are accomplishing. The problems are becom 
ing ever more and more complex and none but those who are 
thoroughly familiar with them and with the economic prin- 
ciples of transportation can be of the utmost service in their 
adjustment. It is refreshing to see your stand in favor of 
having the railroads operated as an economic mechanism and 
not under the pressure of political expediency. 


EXTENSION OF LINE 


The Pecos & Northern Texas Railway Company has applied 
for authority to extend its line from Finney to Dimmitt, Texas, 
a distance of approximately 43 miles. The applicant said the 
necessary funds for construction would be borrowed from the 
Atchison, Topeka & Santa Fe and that the line would be leased 
to a subsidiary of the Santa Fe. The extension is necessary, the 
applicant said, in order to furnish transportation facilities to a 


rich agricultural territory in Hale, Swisher and Castro counties, 
Texas. 
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Transit Services and Privileges 
Fourth of a Series of Twelve Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson A. B., M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


The transit tariffs of the carriers vary as to the methods 
of settlement provided for. In the great majority of cases 
these tariffs provide for either one of two bases of settlement. 

The first plan is known as the claim method. The full 
local carload rate is paid from the originating point to the fabri- 
cation plant. After the material has been fabricated, the full 
local rate ig paid from the fabrication station to destination. 
Later, a claim is entered against the carrier for the difference 
between the sum of these local rates and the through rate from 
origin to final destination on the basis of the rate in effect on 
the material in its inbound or outbound form, whichever is the 
higher—in effect at the time the shipment originated—plus 
the charge for switching and incidental services at the fabrica- 
tion point. If the local rate from Milltown, the point of origin, 
to Steelville, the transit point, is 20 cents per hundredweight, 
and from Steelville to New York is 25 cents, the aggregate of 
the local rates paid for both movements is 45 cents. The 
through rate of 35 cents plus fabrication-in-transit charge of 
3 cents, in effect at the time the shipment originated, gives 
a through F. I. T. rate of 38 cents. The claimant is entitled 
to recover, therefore, the difference between 45 cents paid and 
the legal F. I. T. rate of 38 cents, or 7 cents a hundred pounds. 
Adjustments on this basis are subject to corrections in weight 
for shrinkage and substitution, as has been described pre- 
viously, and to carload minima. A typical affidavit form used 
to support claims of this sort is shown below: 


General Steel Company, American plant, affidavit supporting claim 
covering fabrication-in-transit shipments. 

State of Pennsylvania ss 

County of Center r 

Before me, the subscriber, a Notary Public in and for said county 
and state, personally came John J. Johnson, who, before me did swear 
that he is employed at the American plant, General Steel Co., as 
traffic manager, at Steelville, Pa., that the information contained in 
the attached claim No. 12345, amount $70.00, against the Northern 
Railroad Company is correct, to the best of his knowledge and belief. 

Local rates paid—Milltown to Steelville, Pa., 20c per cwt., carload 
minimum 40,000 Ibs. as per I. C. C. 3210, 1/6/25. 

Local rates paid—Steelville to New York (Ditto), 25c per cwt. 


Total 45c. 
Through rate Milltown to New York (Ditto), 35c. Plus F. I. T. 
Difference claimed, 7c per 


charge 3c, I. C. C. No. 14207 1/1/25—38c. 
ewt., 100,000 Ibs., $70.00. 
_Sworn to and subscribed before me this 5th day of February, A. D. 


1925. 
Car A. T. & S. F. 50012, 100,000 Ibs. 
In testimony whereof I have hereutno set my hand and seal, the 


day and year aforesaid. 
SAMUEL S. SMITH. 

The second method in general use is the billing adjustment 
plan. By the terms of the transit tariffs providing settlements 
on this basis, the full local rate is paid on the inbound tonnage 
to the fabricating point, subject to carload minimum provided 
for in the local tariffs. When the fabricated material is re- 
forwarded, an adjustment is made by the agent of the carrier at 
the fabrication station. The shipper is credited with the 
amount already paid for the movement of the goods from 
point of origin to the fabrication point and the difference be- 
tween this amount and the legal rate applicable at the time 
shipment originated, from point of origin to final destination, 
plus the fabrication charge, is collected. The through rate is 
assesed on the basis of the legal rate and carload minimum on 


mo material in its inbound or outbound form, whichever is the 
igher. 


A shipper or owner, having paid a rate of 20 cents a 
hundredweight from Milltown to Steelville, is credited with 
this amount by the reforwarding agent of the carrier at Steel- 
ville. He pays the difference between this sum and the through 
rate from Milltown to New York, 35 cents, plus the fabricating 
charge of 8 cents, 38 cents in all, or 18 cents a hundred pounds. 


Outbound shipments that contain both transit tonnage and 
non-transit tonnage, the combination amounting to sufficient ton- 
nage to make up full carloads exceeding the carload minima 
provided for in the tariffs, pay freight rates as follows: 

The transit tonnage in each shipment is assessed charges on 


: Ie 
the basis of the carload weight and rate in effect from originating 
point to final destination plus the transit charge. 


- The non-transit tonnage in each car is charged for on the 
basis of the actual weight and the carload rate from the transit point 
to destination in effect at the time the shipment is forwarded from 


the transit point. 

If the total weight of the outbound shipment, including 
both the transit and non-transit tonnage, is less than the min- 
imum weigh applicable on the shipment from the fabrication 
Point, the deficiency in weight is added arbitrarily to the non- 
transit tonnage so as to bring the weight up to the carload 
minimum. If, for example, a carload minimum of 40,000 
pounds is applicable on the movement from Milltown to New 
York and 36,000 pounds is offered at the fabrication point, 
Steelville, consisting of 32,000 pounds of transit material and 


4,000 pounds of non-transit material, the deficiency of 4,000 
pounds—40,000, c/l minimum, less 36,000 pounds offered—shall 
be added to the pounds of non-transit material and paid for at 
the carload rate from Steelville to New York. 

Minimum through charges are usually provided in domestic 
traffic. The aggregate rate on such traffic may not be less than 
the lawful rate from the point of origin to the fabrication point, 
plus the fabrication-in-transit charge, nor less than the lawful 
rate from the fabrication point to ultimate destination, plus 
the transit charge. The higher of these two combinations of 
charges is used as the minimum below which the through 
rate plus the transit fee cannot be. If, for example, the local 
rates from Milltown to Steelville were three cents, and from 
Steelville to New York fifteen cents, and the fabrication charge 
three cents, as compared to a through rate from Milltown to 
New York of thirty-five cents, plus three cents fabrication-in- 
transit charge, the minimum charges would be the highest of 
the following combinations: 

z. 


Milltown to New YOrk.....sccceeceos 35 cents per cwt. 
ae 3 cents per cwt. 

Seep ne Re ee OE ee 38 cents per cwt. 
eee one 36 cents per cwt. 
3 cents per cwt. 
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I ieeemicieaGa aw anlabn ie’ 39 cents per cwt. 
3. Steelville to New York............. 15 cents per cwt. 
Fabrication charge 3 cents per cwt. 


Wb ichacheveetennweetes 18 cents per cwt. 

Combination number 2, the local rate from point of origin, 
Milltown to Steelville, the fabrication point, plus the transit 
charge, exceeds the combination of the through rate from origin, 
Milltown, to final destination, New York, plus the transit charge, 
by one cent a hundredweight. This rate of 39 cents a hun- 
dredweight is observed as the minimum and the movement is 
charged for on this basis. 

Export traffic is not subject to such minimum rate arrange- 
ments. A typical transit tariff, that of the Pennsylvania Rail- 
road, provides, Rule 9, Paragraph (d): 

On an export shipment the settlement rate to the seaboard city 
will be the lawful rate applicable upon export traffic from the point of 
origin to such seaboard city in effect at the time of shipment from 


the point of origin, plus the fabrication charge provided in the, 
tariff. (*) 


If the shipment used in the previous illustration were for 
export, the through rate of thirty-five cents from Milltown to 
New York plus the transit charge of three cents, an aggregate 
rate of thirty-eight cents, would be applied even though it 
were lower than the aggregate rate of thirty-nine cents, made 
up of the local rate of thirty-six cents from Milltown to Steel- 
ville plus the transit charge of three cents. If even a lower 
rate of, say, thirty-two cents, were in effect on ‘export traffic, 
this rate plus the three cents a hundredweight fabrication charge 
would be used rather than the aggregate of the domestic rate 
of thirty-five cents and the transit charge of three cents. 


Certification of Outbound Tonnage 


Shipments that move outward from the transit points on 
the fabrication-in-transit arrangement, if they are settled for on 
the adjustment of billing basis of settlement, must be certified 
as being transit shipments. Shippers are required to sur- 
render to the agents of the carriers the inbound expense freight 
bills representing each shipment. These bills must be accom- 
panied by shipping directions, issued in duplicate, bearing or 
accompanied by a shipper’s certificate. The form shown below 
is selected as typical of the newer forms of such shipper’s 
certificates: 

EI PE rrr ee 
of ae on ee freight (expense) bills as listed 
herein, for the purpose of securing reshipping privilege and transit 
rate on the commodity covered thereby and which.........--+s+++esee0- 
further declare to be the freight (expense) bill representative of the 


property offered for reshipment, consisting of the following inbound 
commodities. 


ee eee ewes eestor eee 

















Date of 

Commodity | Weight | No. of Inbound Inbound Initial and No. 
freight bill freight bill | of inbound car 
This tender is made with a guarantee on.......... part that such 
privilege may be granted in conformity with the rules of these com- 
panies, as published in Tariff I. C. C. No...........cscsccevccee » an 
supplements thereto, effective...........ccesesececees which have been 

oo ea errr familiar. 


Signature of Shipper. 


(*) Pennsylvania Railroad, Freight Tariff, G. O., I. ©. C., No. 14207, 
Effective February 3, 1925. 
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Records 


The rules of transit tariffs provide that careful records 
must be kept as a condition precedent to the use of the fabrica- 
tion-in-transit privilege. Freight bills covering shipments of 
iron and steel subject to the privilege are usually issued in 
triplicate by the agents of the carriers at such stations. The 
agent issuing the billing retains the triplicate copy for his 
station record of each transaction. The duplicate copy is 
issued to the user of the privilege, who is required to show on 
this duplicate bill the amount of outbound tonnage forwarded 
from the fabrication point. Shrinkage records must be kept and 
the amount of such tonnage deducted from the net tonnage of 
the shipment for freight billing purposes. 

The agent of the carrier, on receiving the duplicate ex 
pense bill, is required to make notations on the triplicate copy 
in his possession to correspond with the memoranda made by 
the shipper on the duplicate bill. 

A further requirement made of shippers using the transit 
prvilege is the keeping of records of all tonnage handled at the 
fabrication points. These records must be kept in the form 
and manner prescribed by the carriers’ transit tariffs. Sep 
arate entries must be made, showing in pounds the volume of 
goods handled monthly. The tonnage usually required to be 
shown is as follows: 


Received: 


Transit tonnage, giving point of origin of each carload. 
Non-transit tonnage. 
By transfer from other plants. 

Forwarded: 


Transit tonnage, giving point of destination of each carload. 
Non-transit tonnage, forwarded by rail, disposed of locally, or 
shipped at local rates. 


Reports of Transit Tonnage 


Fabricating plants are required to make reports, usually 
at the close of each month’s business, to the carrier granting 
the fabrication privilege showing the tonnage of transit material 
on hand from the previous month, the amount received and for- 
warded in the present month, and the amount on hand at the 
end of the month for which the report is made. The tonnage 
reported as on hand is the net amount on hand after deducting 
the tonnage forwarded and shrinkage due to scrap applicable 
on shipments made in the month. 


The total weight of fabricated material forwarded from 
the transit points is applied against the tonnage shown in the 
freight bills on hand and cancelled. Tonnage cancelled in this 
fashion must be identical with or representative of (that is, 
of the same characters) the outbound material. If any inbound 
tonnage covered by such freight bills remains uncancelled by 
outbound tonnage at the end of each month, the rules of the 
tariffs provide that the amount on hand shall be cancélled at 
the end of each calendar month. Revisions of the amounts of 
charges against such tonnage are made periodically on the 
basis of the actual loss. Inventories of the entire tonnage on 
hand at the fabricating plants are taken quarterly by many 
carriers to ascertain the amounts of such actual loss and of 
tonnage on hand. After such revisions and inventories have 
been made by the carriers, excess tonnage of inbound material 
that cannot be cancelled is charged for at the carload rates, 
applicable from points of origin to the fabrication points in 
effect at the time shipments were forwarded from originating 
points. 

If 100,000 tons or 200,000,000 pounds are forwarded from 
rolling mills at Milltown to a fabricating shop at Steelville and 
190,000,000 pounds cancelled by outbound tonnage and shrink- 
age, the excess of 10,000,000 pounds is charged for at the car- 
load rate of twenty cents a hundredweight, which, in this case, 
ig- assumed to be the rate in effect in the period in which the 
shipments moved from Milltown. No-carload minima are re- 
‘quired, any quantity being charged for at the carload rate. 


Policing the Arrangement 


->- The carriers specifically reserve the right to inspect the 
tonnage accounts, commodities, and freight bills in the hands 
of concerns using the fabrication privilege. The fabrication- 


in-transit tariff of the Pennsylvania Railroad referred to pre- 
viously, states: 


The representative of these companies (the carriers parties to the 
tariff) shall have access at all times to the fabricating plant and 


records to check up all commodities therein and the freight expense 
bills on hand. 


The close supervision of the use of the transit eee 


is necessary because of commercial and railroad competition. 
Each carrier and shipper is alert to see that his competitors 
do not use the fabrication privilege unfairly. One of the factors 
to be considered before a transit privilege can be justified or 
the tariff governing it made legally operative is whether or 
not the arrangement admits thorough supervision. Such policing 
is necessary in the opinion of H. H. Bernstein, manager, Central 
Inspection and Weighing Bureau, Chicago, an authority on all 
phases of transit problems, in order that the very purpose for 
which transit privileges are granted is not defeated and a 
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violation of the law brought about through unjust discrimina- 
tion through lack of supervision. 


Carloads of outbound material from the fabricating points 
are considered for way-billing purposes as being tonnage to 
offset any one or more carloads of inbound material of the 
same character as the whole or part of the outbound carload. 
The through carload rates on other inbound carloads or parts of 
carloads are protected by being offset in the same manner 
on other reshipments, if possible. If, however, some inbound 
tonnage cannot be offset by an equivalent amount of outbound 
material, the excess is charged for on the basis of the carload 
rates from points of origin or rate basing points to the points 
of transit. This has been referred to previously in connection 
with settlements. 

The oldest available billings covering inbound tonnage are 
used to offset tonnage of similar outbound material so that 


the transit privilege is less apt to be forfeited on any material 
because of lapse of time. 


Embargo Restrictions 


Outbound shipments may not be forwarded from fabrica- 
tion points for stations of destinations or places of delivery 
against which embargoes are in force. This applies in cases 
where general embargoes have been placed against whole dis- 
tricts or cities as well as when temporary embargoes have been 
placed against an industry that cannot receive more cars be- 
cause of an accumulation of cars that has resulted from fail- 
ure to unload cars promptly. Shipments forwarded on permits 
issued by agents or officials carriers authorized to issue these 
are, of course, not refused transportation. 

Transit Tariffs 

Fabrication-in-transit tariffs vary greatly in the form in 
which they are made up. A typical tariff arranges the points 
of origin from which shipments may be made in one column and 
the stations by groups to which fabricated material may be 
forwarded in another column. A page or several pages may be 
assigned to each fabrication station. The names at the top of 
the page, reading across, indicate the points of origin from 
which the shipments may be made and the numbers at the 
left indicate the groups of destination stations. Reading across 
from the destination group and down from the origin station, 
the reader finds where these two lines cross. Here appears the 
fabricating-in-transit charges assessed against shipments from 
this point of origin to this destination or group of destinations 
for fabricating at the station which appears at the top of the 
page. This charge is added to the rate from origin to destina- 
tion, or from origin to fabricating point, whichever is higher. 
These rates are quoted in other class or commodity tariffs of 
the carriers. Fabrication-in-transit tariffs are supplementary 
tariffs that must be used, like other special service tariffs, in 
connection with line haul rate tariffs of the carriers. 

A section of a typical fabrication tariff page indicates how 
the fabrication charge is determined. The group to which a 
station of destination is assigned is determined by consulting 


the index of stations that is published on the tariff or other 
station list: 


For Fabrication at Steelville, Pa. 
Rates in cents per hundred pounds 
7 Points of Origin or Junction Points 
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3 
i a 
y i] = : ; 
A a © . s&s & £ 
Destinations as . SS pb a £ - & bh a aro 
shown in Index oy 5 = 2 , a a 
in Groups 2s & & = S$ s+ 2 & , ad 3 BS] : 
. oO si n = ie ° to S 
a ; = =: 2 
(Readdown) £€ § 2 ¢ & 5a gm BS g 
6 2@@# 3 8 2 € 2 2 Ss BB ge -s 
= @S8 88 6&6 S'S Boke CS BS 
<¢mnmnmmod 6 SFR BR Bk DHS 
De nadine see We Seale 3 83:°8-3 3 38% 3 232 8 8 4% 8:3 $8 
Msteseae anchors . & .@:4. 3 2.8 &$.38 8 @ . a | 
Wise Wiaroareererecie cee . £,.3 @ ££ Ces 8° 3 = A 3 3 3 
_ eee a oe ae a oe ee 3 3 3 
ee ee 3 3 383 3 383 383 3 3 8 4 3 8 3 
_ ees $ 3 8 3 38 38% 443 83 38 4% 8 8 838 
Mare oscars asa $$ ts $f weeCUTCULFTlhUC FThlCUC Dhl]. SF SC 
__ BAER er tee Ss @¢ € &€ SS wes 8 SB oe SUC 
Mivwcecuubeuctas $3 3 3 8 3 8 3 3 3 3 44 3 8 3 
Deine eis lineeecen $ 3 8 3 3 8 38 3 83 8 4% 8 8 38 
\ 
TRAFFIC COLLEGE CLASS TO GRADUATE 


The graduation exercises of the class of 1925 of the College 
of Advanced Traffic, Chicago, will take place at the Hotel 
La Salle, Saturday evening, April 18. There are twenty-six 
in the class. W. F. Shulten, assistant to the chief clerk of the 
traffic department at the Illinois Steel Company, is valedic- 
torian and J. W. Kane, assistant traffic manager for the Sefton 
Manufacturing Company, salutatorian. Presenting of the 
diplomas will be preceded by an informal banquet at which 
G. A. Blair, general traffic manager, Wilson and Company, and 


Henry A. Palmer, editor and manager, The Traffic World, will 
be speakers. 
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' Loss and Damage Decisions | 


} 
Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
\ “Byetem, published by West Publishing Co., St. Paul, Minn. 
i Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Where Petition in Action for Loss of Goods Was Amended More 
Than Two Years and a Day After Delivery Action Held 
Barred as Not Brought Within Required Time: 

(Court of Appeals of Kentucky.) Where petition against 
initial carrier for conversion of goods by delivering carrier was 
amended more than two years and one day after delivery of 
goods, within which bill of lading required actions to be brought, 
to claim damages for breach of contract, it was barred by limita- 
tion, (Illinois Cent. R. Co. vs. Stimson, 268 S. W. Rep 835.) 
No Common-law Liability on Initial Carrier for Acts of Deliver- 

ing Carrier: 

There is no common-law liability on part of initial carrier 
for what happens to shipment while in hands of delivering car- 
rier, and one suing initial carrier must bring his case within 
Interstate Commerce Act (U. S. Comp. St., Sec. 8563, et seq.)— 
Ibid. 

Initial Carrier Not Liable to One Not Shown to be Holder of 
Bill of Lading: 

In action by one shipping goods to his own order against 
initial carrier for goods alleged to have been lost by delivering 
carrier, where plaintiff was not shown to be lawful holder of 
pill of lading, under U. S. Comp. St. Sec. 8604a, he could not 
recover.—Ibid. 
initial Carrier Only Liable for Loss of Goods While in Transit: 

Under the Interstate Commerce Act (U. S. Comp. St., Sec. 
8563, et seq.), the initial carrier is not liable for any and every 
loss or injury to goods, but only for loss or injury occurring 
while goods are in transit.—Ibid. 

Initial Carrier Not Liable for Acts of Delivering Carrier as 
Warehouseman: 

An initial carrier is only liable for acts of delivering car- 
rier committed as carrier proper, and not while delivering car- 
rier is holding goods as warehouseman.—Ibid. 
Initial Carrier’s Obligation Ceases When Goods Delivered in 

Good Condition to Original Destination: 

The obligation of initial carrier for loss or injury to goods 
in transit ceases when goods are delivered in good condition 
at destination to which they were originally consigned.—Ibid. 
Burden on Plaintiff to Prove Loss of Goods While Delivering 

Carrier Held Same as Carrier: 

In action against initial carrier for loss of goods alleged 
to have been removed from car while in hands of delivering 
carrier, burden was on plaintiff, in view of provision in bill of 
lading that, after 48 hours from notice of arrival, delivering 
carrier held goods as warehouseman, to prove loss occurred 
during such 48-hour period.—Ibid. 

Plaintiff Held Not to Have Sustained Burden of Proving Loss 
Occurred While Delivering Carrier Acting as Carrier Rather 
Than Warehouseman: 

In action against initial carrier for loss of goods alleged to 
have been removed from car while in possession of delivering 
carrier, plaintiff held not to have sustained burden of proving 
that loss occurred during time delivering carrier was holding 
goods as carrier rather than as warehouseman.—Ibid. 

Initial Carrier Not Liable far Entire Shipment, Where Only 
Portion Thereof Lost: Yaar 4 : 

In action against initial carrier: for loss of goods removed 
from car while in hands of delivering carrier, an instruction 
permitting plaintiffs to. recover for entire value of shipment, 
where only portion thereof was removed, held erroneous, sinee 
initial.carrier is only liable for portion that may have -been lost 
in carriage.—Ibid. ie . —— “pe eee 
Initial Carrier Not Liable for Goods Delivered and. Sold for 

Charges: — 

In action against initial carrier for loss of goods removed 
from car while in possession of delivering carrier, defendant 
is not liable for portion of goods properly delivered and which 
Plaintiff permitted to be sold for charges.—Ibid. 

Entitled to Allowance for Freight, Storage, Demurrage, and 
oe for Public Auction, Less Amount Goods Sold 

or: 

Where delivering carrier, permitting removal of part of 
goods from car, after retaining balance in warehouse for some 
time, sold it at public auction after proper advertising, initial 
carrier sued for loss of goods so removed was entitled to allow- 
ance for freight, storage, demurrage, and advertising, less sum 
for which goods sold.—Ibid. 


CARRIAGE OF LIVE STOCK 
That Verdict for Appellees Is for Less Amount than Evidence 
Warranted Held Not to Require Reversal: 
(Supreme Court of Arkansas.) That verdict for appellees 
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is for less amount than evidence warranted held not to require 

reversal, appellees not complaining. (Missouri Pac, R. Co. vs. 

King et al., 268 S. W. Rep. 595.) 

Exemption in Bill of Lading from Liability Held Not Applicable 
to Loss Occasioned Before Issuance of Bill of Lading: 
Carrier’s exemption in bill of lading from risks in feeding 

and caring for cattle held not applicable to escape of cattle 

from pens before issuance of bill of lading.—Ibid. 

Carrier Held Required to Establish Strike Caused Particular 
Delay to Avail Itself of Exemption in Bill of Lading: 
Carrier, to avail itself of clause in bill of lading, exempting 

it from liability for delay caused by a strike, must establish 

that a strike caused the particular delay.—Ibid. 
TELEGRAPHS AND TELEPHONES 

Falsity of Service Message as to Residence of Addressee Held 
Not Actionable: 

(Supreme Court of Mississippi, Division A.) Where a tele- 
gram was not delivered on account of the absence of the ad- 
dressee from home, and a service message containing a false 
statement as to the residence of the addressee was sent to the 
forwarding office, an action for damageg cannot be based upon 
the falsity of this service message if the sender of the original 
message was not misled thereby. (Postal Telegraph & Cable 
Co. vs. Sager, 102 So. Rep. 835.) 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published = A West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Proposed Track from Coal Company, Already Having Shipping 
Facilities to Connect with Second Railroad Not Adjacent to 
Company, Held Not a Private “Spur Track,” Which State 
Commission Can Authorize: 

(Supreme Court of Illinois.) Proposed track from coal mine 
having existing shipping facilities, to connect with a second 
railroad not adjacent to it, held not a spur track construction 
of which the Illinois Commerce Commission has jurisdiction 
to authorize under public utilities act, sec. 45, 58 (Smith-Hurd 
Rev. St. 1923, c. 111%, sec. 45, 62), or under mines act, sec. 1 
(Smith-Hurd Rev. St. 1923, c. 94, sec. 1), or under Const. art. 
13, sec. 5, where, by agreement, two other railroads were 
granted operating rights over it, and it constituted a physical 
connection of three railroads completely adapted to extension 
of their lines. (Cleveland, C., C. & St. L. Ry. Co. vs. Com- 
merce Commission ex rel. J. K. Dering Coal Co. et al., 146 N. 
E. Rep. 606.) 


Common Knowledge that Term “Spur Track” Is Given Wider 

Application than Ordinary Definition: 

It is a matter of common knowledge that term “spur track” 
is given a somewhat wider meaning than “a track” leading 
from a line of railway, and connected with it at one end only, 
synonymous with “stub track,” the definition of standard lexi- 
cographers.—Ibid. 


Interstate Commerce Commission Held to Have Sole Jurisdic- 
tion to Authorize Proposed Track from Coal Company Con- 
stituting “Extension” of Road Sought to Be Connected 
with: : } 
Proposed track from coal company already having shipping 

facilities, to -connect with second railroad not adjacent to it, 

held to constitute an “extension” of such road within meaning 
of interstate commerce act, sec. 1, pars. 18-22, ag amended 

Feb. 28, 1920 (Comp. St. Ann. Supp. U. S, 1923, sec. 8563), and 

hence to be a matter in which sole jurisdiction was vested in 

Interstate Commerce Commission.—Ibid.. en 


Rulings of Interstate Commerce Commission Particularly Per- 
suasive, Where Matter of Connection with Rallroad Bound 
Up with Interstate Traffic: 


While rulings of Interstate Commerce Commission are not 
binding on Supreme Court, they are particularly persuasive, 
where the matter of a connection between coal company and 
railroad is bound up with whole subject of interstate traffic, 
of which such Commission has jurisdiction.—Ibid. 


Limitation in Order of Illinoig Commerce Commission Held Not 
to Change Character of Spur Track, as Extenson of Railroad 
to Private Spur Track: 

Limitation, in order of Illinois Commerce Commission that 
proposed track from mine already having shipping facilities to 
connect with a second railroad not adjacent to it, should be 
used only to haul coal from mines, unless commission’s con- 
sent for other use was had, did not chaange character of such 
track as an extension of road, to that of a private spur track, 
since when built the track would-be open to use of all shippers 
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on adjustment by commission of proportionate cost thereof.— 

Ibid. 

Constitution Held Not to Authorize Coal Company to Compel 
Connéction with Railroads, Where amounting to Extension: 
Const. art. 18, sec. 5, requiring railroads to provide certain 

connections, held not to entitle coal company already having 

shipping facilities to compel a connection with an interstate 
railroad not adjacent to it, where to do so would connect ‘two 
or more railroads, and amount to an extension of them.—Ibid. 

Cannot Be Required to Receive or Deliver Freight from or to 
Point Off Its Lines: 

In absence of constitutional or statutory provision, railroad 
cannot be compelled to receive or deliver freight from or to 
a point off its lines. 

Statute Held Not to Apply to Situations Coming Under Fed- 
eral Transportation Act: 

Public utilities act, sec. 45 (Smith-Hurd Rev. St. 1923, c. 
111%, sec. 45), requiring railroads, to provide certain connec- 
tions with shippers, does not apply to situations coming under 
federal transportation act (Comp. St. U. S., sec. 8563 et seq.), 
and as to such the latter act is supreme.—TIbid. 

Statute Held Not to Give Coal Company Power to Force Con- 
nection with Railroad Without Sanction of Legal Author- 
ity: 

Mines act, sec. 1 (Smith-Hurd Rev. St. 1923, c. 94, sec. 1), 
authorizing a mining company to build a track leading to its 
mines, where it is so situated that it cannot be conveniently 
worked without it, held not to authorize coal company to build 
a connecting track between two railroads, or to force connec- 
tion with a railroad 6n which it is not located, without sanction 
of legal authority where its mine is being conveniently worked 
with existing facilities —Ibid. 

Coal Corporation Not a “Public Utility:” 

A coal corporation is not a public utility, in view of public 
utilities act, sec. 10 (Smith-Hurd Rev St., 1923. c. 111%, sec. 
10), but is a private enterprise, and possesses no charter powers 
to build a railroad.—lIbid. 

Illinoig Commerce Commission Has No Powers Except Those 
Granted by Public Utilities Act: 

The Illinois Commerce Commission has no powers except 
those granted it by public utilities act.—Ibid. 

Public Utilities Act Gives Commerce Commission No Power to 
Authorize Private Corporation to Build Railroads: 

Public utilities act gives Illinois Commerce Commission no 
power to authorize private corporations to build railroads.— 
Ibid. 

Connection Between Coal Company and Railroad Not Authorized, 
Though Railroad Was to Build It: 


That proposed track from coal company, already having 
shipping facilities, to connect with a second railroad not ad- 
jacent to it, was to be built by railroad, would not authorize 
connection where coal company was to pay for and own it, 
and railroad was but agent of coal company in building track. 
—Ibid. 

Question of Who Is a Common Carrier Vel Non Is One Primarily 
to Be Determined by Public Service Commission: 
(Supreme Court of Louisiana.) Question of who is a com- 

mon carrier vel non is one primarily of fact to be determined 

by Public Service Commission, subject to review by courts 
only when it has acted. (Crowell & Spencer Lumber Co., Inc., 

vs. Louisiana Public Service Commission et al., 102 So. Rep. 866.) 

Courts Will Not Stop Officers of Public Service Commission 
from Performing Their Statutory Duty for Fear of Error: 
Public Service Commission is a creature of Constitution 

which vested it with all power and authority necessary to carry 

on its functions, and courts may not stop its officers from per- 
forming that statutory duty for fear that they should perform 
it wrongly.—Ibid. 

Public Service Commission Held Vested with Jurisdiction to 
Determine Preliminarily Whether Railroads Were Common 
Carriers: 

Public Service Commission had jurisdiction to determine 
preliminarily whether railroads were engaged in, or their tracks 
were being used for, business of a common carrier, and district 
court exceeded its authority when it enjoined commission from 
determining such question.—Ibid. 

Preliminary Writs Held Not to Vacate Injunction, but to Pre- 
serve Existing Status: 

Preliminary writs issued by Supreme Court on application 
for writs of certiorari, mandamus, and prohibition, following 
grant by district court of preliminary injunction against the 
Public Service Commission, held not to vacate the injunction 
80 as to permit the commission to proceed, but merely to pre- 
serve the existing status.—Ibid. 

Proceedings of Public Service Commission Set Aside Where 
Railroads Did Not Appear or Made Only Perfunctory Defense 
Because of Injunction: 

Where at hearing before Public Service Commission to re- 
quire certain railroads to operate as common carriers, railroads 
either made no appearance or only a perfunctory defense be- 
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cause of injunction restraining commission from proceeding 
proceedings should be set aside and a new hearing had—ibiq 


Goods Shipped Under Uniform Order Bill of Lading Not Sub. 
ject to Attachment While in Railroad’s Warehouse at Point 
of Destination: 


(Supreme Court of South Carolina.) Cotton, which hag 
been shipped under uniform order bill of lading and had been 
unloaded at point of destination and stored on railroad’s prep. 
ises for 30-day period, was not, while so stored, subject to aitach. 
ment, being in the “possession’ of the carrier under act Cong, 
Aug. 29, 1916, sec. 23 (U. S. Comp. St., sec. 8604L). (Cooper ys. 
Crowder, 126 S. E. Rep. 436.) 


Action for “Demurrage” Must Be Brought Within Three Years; 

“Charges or Any Part Thereof:” 

(Supreme Court of Pennsylvania.) Claims for “demurrage,” 
which is not a penalty, but earnings improperly lost in deten. 
tion of carrier’s cars longer than necessary to load or unload, 
is for carriers’ “charges or any part thereof,” within tansporta. 
tion act, Feb. 28, 1920, sec. 424 (Comp. St. Ann. Supp. U. §. 
1923, sec. 8584), requiring that action therefor be begun within 
three years from time cause of action accrues. (Philadelphia, 
B. & W. R. Co., to Use of Pennsylvania R. Co., vs. Quaker City 
Flour Mills Co., 127 Atl. Rep. 845.) 


Statute Requiring Existing Actions to Be Brought Within Pre. 
scribed Time from Accrual of Cause of Action Constitu. 
tional, if Reasonable Time Given: 

Statute of limitations, requiring existing actions to be 
brought within prescribed time from date when cause of action 
arose, is constitutional and within legislative powers, if rea- 
sonable time thereafter be given for commencement of suits, 
cause of which hag accrued when law became effective.—Ibid. 
Congress May Prescribe Limitation or Change One Already 

Established: 

Congress may prescribe limitation, where none existed, or 
change one already established; parties having no vested right 
in particular limitation.—Ibid. 

Congress Controlled Equally with States by Due Process Clause 
in Prescribing Limitation: 

In Prescribing limitation, Congress is not restricted by 
Const. U. S. art. 1, sec. 10, prohibiting impairment of contracts, 
which applies solely to states, but is controlled equally with 
latter by prohibition against deprivation of property without 
due process.—Ibid. 

“Statutes of limitation” Defined; Statutes Generally Apply to 
Actions Occurring After Passage: 

Statutes ef limitation are statutes of repose, enacted for 
common weal to quiet threatened disputes or litigation, and 
generally apply to actions occurring after passage, unless ex- 
pressly or by necessary implication, made to cover existing 
rights of action.—Ibid. 

Construed as Operating Prospectively, Unless Contrary Intent 
Is Clearly Expressed, or Necessarily Implied: 

Statute should be construed as operating prospectively, un- 
less language clearly expresses or necessarily implies contrary 
intent.—Ibid. 

Act Requiring Suit Within Three Years Violates Due Process 
Clause, if Applicable Retrospectively to Cause of Action 
Accruing More than Three Years Before Passage: 
Transportation act, Feb. 28, 1920, sec. 424 (Comp. St. Ann. 

Supp. U. S. 1923, sec. 8584), fixing time limit of three years 
for carriers to sue for charges, abrogates state six-year statute, 
and, if applicable retrospectively to cause of action accruing 
more than three years before act was passed, without giving 
right to sue, would violate due process clause of federal Con- 
stitution (Const. U. S. Amend. 14, sec. 1).—Ibid. 

When Cause of Action Accrues Stated: 

Cause of action accrues at moment party has legal right 
to sue.—Ibid. 

Federal Transportation Act Allows Three Years After Passage 
for Bringing Suit on Cause of Action Already Accrued, if 
Not Sooner Barred by State Statute: 

As transportation act, Feb. 28, 1920, sec. 424 (Comp. St. 
Ann. Supp. U. S. 1923, sec. 8584), requiring that “all actions” 
for carriers’ charges be prosecuted within three years “from 
the time the cause of action accrues,” specifies no time in 
future when it is to be operative, it affects all causes of action 
from date of enactment and gives causes already accrued full 
three years from passage, if not barred in less time by state 
statute in effect when cause accrued, though cause arose more 
than three years before passage of federal act.—Ibid. 

When Legislative Determination as to Reasonable Time to Sue 
on Causes Existing When Statute of Limitation Passed Not 
Interfered with Stated: 

Legislative determination as to what period for bringing 
suits on causes of action existing when act was passed is rea 
sonable should not be interfered with by courts, unless time 
allowed is so short as not to give parties affected reasonable 
opportunity to protect rights under new law.—Ibid. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Owner Not Liable for Charterer’s Breach of Contract to Sub- 
charterer: 


(Circuit Court of Appeals, Second Circuit.) Though a 
partnership which entered into contract on its own behalf for 
ocean carriage of cargo for libelant by steamer to be named, 
owned no vessels, and was accustomed to charter vessels from 
respondent to carry out such contracts, and though the part- 
ners owned 20 per cent of the stock of respondent, the cor- 
poration was not liable for partnership’s breach of charter 
party by failure to furnish vessel.( Phosphate Mining Co. vs. 
Unione Austriaca Di Navigazione Gia Austro-Americana & 
Fratelli Cosulich Societa Anonima, 3 Fed, Rep. (2d) 239.) 


Limitation of Liability for Delay in Bills of Lading Held Not 
to Extend to Damage Due to Negligence: 


(District Court, S. D., Florida.) A provision in bills of 
lading that the carrier shall not be liable for “any loss or dam- 
age caused by prolongation of the voyage” is intended to pro- 
tect it from liability for accidental delay, and does not exempt 
it from liability for the effect of delay caused by its own 
default or negligence or that of its agent. (Florida Grain & 
Elevator Co. vs. United States Shipping Board, Emergency 
Fleet Corporation, 3 Fed. Rep. (2d) 314.) 


Carrier Held Not Relieved from Liability for Damage to Cargo 
by Provision Against Delay in Bills of Lading: 


A steamship, carrying a shipment of corn on a voyage from 
Jacksonville to Havana and intermediate ports, remained at 
Matanzas, within 80 miles of Havana, for nearly two months 
because of failure of the carrier to supply funds for discharge 
of cargo there, and the delay caused damage to the corn. Held, 
that the carrier was not relieved from liability by a provision 
in the bills of lading that it should not be liable for loss or 
damage caused by prolongation of the voyage.—lIbid. 


Measure of Damages for Damage to Cargo Difference Between 
Contract Price and Price Received: 

Where corn shipped under a contract of sale at port of 
destination was damaged in transit through fault of the car- 
rier, the buyer refused to accept it and it was sold for account 
of the seller, the measure of his damageg recoverable from the 
carrier was the difference between the contract price and the 
price received, with interest, and incidental expenses incurred. 
—lbid. ’ 

Stevedoring Rendered to Ship Not in Home Port Lienable: 
(Distrit Court, D, Maryland.) Stevedoring is a maritime 

service which, when rendered to a ship not in her home port, 

gives rise to a maritime lien, whether libelant physically works 
or is contractor employing others; act June 23, 1910 (Comp. 

St., sec. 7783-7787), and act June 5, 1920, sec. 30, subsecs. P-T 

(Comp. St. Ann. Supp. 1923, sec. 81461%4000-814614q), relating 

to necessaries furnished ship in her home port, being inap- 

plicable. (In re Atlantic, Gulf & Pacific S. S. Co. In re John 

J. Orr & Son, 3 Fed. Rep. (2d) 309.) 

Admiralty Has Jurisdiction to Enforce Pledge of Freights for 
Maritime Purpose: 

Admiralty hag jurisdiction to enforce a lien created by 
Pledging of freights for maritime purposes.—lIbid. 

Assignment of Freights in Consideration for Advancements 
sp Without Restriction as to Use Creates No Maritime 

ien: 

_ An assignment or pledge of sumg due for freight in con- 

sideration of advancements furnished, witthout restriction as 

to purpose, does not create a maritime lien and is subordinate 

and inferior to a stevedore’s lien; act June 23, 1910, sec. 4 

(Comp. St., sec. 7786), and act June 5, 1920, sec. 30, subsec. 8 

(Comp. St. Ann. Supp. 1923, sec. 8146%4ppp), not affecting this 

rule.—Ibid. 

Stevedore Not Required to Make Inquiry as to Existence of 
Non-Maritime Liens: 

A stevedore need not inquire as to existing mortgage or 
other non-maritime hypothecation as to which his rights are 
superior, and neither shipowner nor assignee of freights may 
complain that such inquiry was not made.—Ibid. 

Assignee of Freights Held to Have No Lien and Claim for 
Supplies Furnished Ship on Voyage in Which Freights Were 
Earned Superior to Claim of Assignee: 

_ (District Court, D, Maryland.) The assignee of maritime 
freights, under assignment for advancements made without 
Specifying maritime use, has no maritime lien, and his claim 
is inferior and subordinate to that of one who furnished fuel 
oil to the ship for voyage upon which assignee’s claim is based. 
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(In re Atlantic, Gulf & Pacific S. S. Co., in re Standard Oil 

Co. of California, 3 Fed Rep. (2d) 311.) 

Dismissal of petition for Limitation of Liability Refused on the 
Ground of Probability of Claims in Excess of Value of 
Vessel and Pending Freight: 

(District Court, W. D., Washington, N. D.) Petition of ship- 
owner for limitation of liability will be refused on the ground 
of probability of claims in excess of value of vesseel and pend- 
ing freight, though the claims for bad condition in steerage 
common to all, filed by about one-quarter of the steerage pas- 
senger, is much less, and the time for filing claims, as fixed 
by order of the court in the limitation proceeding, hag expired, 
as such order will have no force if such proceeding be dis- 
missed. (The Victoria, Petition of Alaska S. S. Co., 3 Fed. 
Rep. (2d) 330). 

Duty of Federal Court to Adjudicate Rights and Restrain Liti- 
gation Claims in State Court, Where Shipowner Entitled 
to Limitation of Liability: 

It is the duty of the federal court to adjudicate the rights 
between the parties and restrain litigation of the claims in the 
state court, where shipowner has right to a limitation of lia- 
bility.—Ibid. 


REPARATION CASE DECISION 


Federal Judge Cliffe, in a decision handed down at Chi- 
cago, April 4, decided against Wilson and Company in their 
suit to recover from the Director-General an award of repara- 
tion plus interest and attorneys’ fees granted by the Commis- 
sion in its decision in Docket 12598. 

The original complaint was of unreasonable, unjust, and 
discriminatory rates on hogs in single-deck cars moving from 
Nashville, Tenn., to Oklahoma City. The Commission, in 81 
I. C. C. 39, granted reparation to the amount of $2,841.97, plus 
6 per cent interest from February 15, 1919, and costs. The 
Director-General declined to pay the award plus interest, and 
Wilson and Company brought suit. 

Judge Cliffe’s decision allowed the complainant the original 
amount of reparation awarded, but ruled that the Director-Gen- 
eral did not have to pay interest or attorneys’ fees. Luther 
Walter, attorney for Wilson and Company, following the deci- 
sion, said it was his intention to carry the case to the Court 
of Appeals. 


MOTOR VEHICLE REGULATION 


The Supreme Court of Minnesota has handed down a de- 
cision in the case of the State of Minnesota vs. Warren S. 
Oligney sustaining the power of a state to require payment of 
registration fees by motor vehicles engaged in interstate trans- 
portation for hire. 

The court said the defendant was a citizen and resident of 
Wisconsin; that he owned and operated a motor truck for hire 
between Minneapolis. and St. Paul, Minn., and Hudson, River 
Falls and Ellsworth, Wis.; that he operated the truck over a 
regular route and-on a time schedule between the points named; 
that he had neglected and refused to apply to the secretary of 
state for registration of the truck in Minnesota; had not regis- 
tered or paid the tax imposed by the Minnesota law, and oper- 
ated the truck without displaying the official number plates re- 
quired by the state law. 

It was argued, in defense of the failure to comply with the 
Minnesota law, that the defendant was engaged in interstate 
commerce; that the truck was an instrumentality of such com- 
merce, and that the truck was not subject to taxation under the 
state law. 

The court referred to a case in which it was held that 
refrigerator cars owned by the Cudahy Packing Company and 
operated in interstate commerce were subject to taxation by 
Minnesota. The finding was affirmed by the Supreme Court of 
the United States, 246 U. S. 450. Continuing, the court said: 

In principle the instant case cannot be distinguished from State 
vs. Cudahy. Defendant’s truck is regularly and habitually used and 
employed in Minnesota, hence it is within the taxing power of the 
state, although chiefly devoted to interstate transportation. 

It would be strange if the state could not tax a motor vehicle 
making daily use of its highways for the profit of the owner merely 
because the owner happened to live, and kept the vehicle when not 
in use, just beyond the boundary line of the state. It is a matter 
of common knowledge that the surface of a road wears out rapidly 
when heavily loaded vehicles are constantly moving over it. The 
state spends large sums of money in maintaining the trunk high- 
ways. Carriers of passengers or freight for hire, who make daily 
use of our roads, should bear a portion of the expense of upkeep, 
and there can be no doubt about the power of the legislature to 
place part of the burden upon non-resident users. Hendrick vs. 
Maryland, 235 U. S. 610; Kane vs. New Jersey, 242 U. S. 160. In 
the cases cited it was held that a state may exact a reasonable regis- 
tration fee from residents and non-residents alike as a condition to 
the use of its highways by motor vehicles, and that in so doing the 
state is not discriminating against the citizens of other states al- 
though the amount of the fee is fixed for each calendar year with- 
out reference to the extent to which the highway is used, and 
the liability of non-residents to pay is not temper by the allow- 
ance of any period of free use in reciprocation for like privileges 
allowed by the states in which they reside. 

Referring to the recent decisions of the Supreme Court of 
the United States in the Buck and Bush cases, the court said: 
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In each case the court held that a state statute which pro- 
hibited common carriers of merchandise from using the public high- 
ways over specified routes without a permit from a state commission 
or official named in the statute, was unconstitutional in so far as 
it applied to carriers engaged in interstate commerce. We find 
nothing in these cases which would prevent a state from enacting 
a statute imposing a reasonable tax upon motor vehicles using pub- 
lic highways constructed with federal aid. 

But even though it should be conceded that defendant need not 
comply with the act in order to use federal-aid highways, he must 
comply with it before he may lawfully use the streets of St. Paul 
and Minneapolis, which do not receive federal aid, and the informt- 
tion alleges that he uses the streets on his trips in this state. 


RATES ON LIVESTOCK 


The carriers April 3 began to enter testimony in the live 
stock cases, 15686, American National Livestock Association 
against the Santa Fe et al; 16113, Oklahoma City Livestock 
Exchange against the Santa Fe et al.; and 16131, Healey & 
Company against the Santa Fe et al., being heard at Chicago 
before Examiner Disque and C. D. Bee, representative of the 
Oklahoma state commission. 

F. L. Johnson, assistant to the vice-president in charge of 
operation of the Burlington, testified as to the operation of 
stock trains in comparison with other freight trains. He said 
they traveled on a faster service and were not as heavy as 
other trains and that they were more expensive to run because 
of special service given them. He also told of the difficulties 
of operating the stock trains into a terminal like Chicago, say- 
ing that bad weather and freight congestion slowed up service 
that was supposed to be expedited. 

David Friday, economist and former president of Michigan 
Agricultural College, presented testimony in the form of com- 
parison of live stock prices and production. He contended that 
there had been an overproduction of live stock and that fact 
accounted for the low prices from which the cattle men suffered. 
But he said the fact that they were in bad condition and were 
not now producing the finished cattle or buying feeders was 
an indication that cattle were due to rise because the demand 
would, in a short time, call for more beef than could be pro- 
duced. 

J. H. Mahan, representing the Nevada, California & Ore- 
gon Railroad, testified that the road was operating without 
profit and that 30 per cent of its traffic was in live stock. He 
said the road had applied to the Commission and received 
permission to abandon part of its line. There was left, he 
said, 155 miles of road. He said he wanted to make a plea 
that there be no reduction in the live stock rates on the road 
he represented, nor on any road in adjacent territory, since 
that would mean competitive rates established that the N. C. 
& O. would have to meet. 

F. K. Crosby, assistant general freight agent for the Rock 
Island, testified that he had made a study of the live stock 
rates for a period of years from 1906 to 1923, and, in some 
instances, 1924. He entered an exhibit tending to show an 
increase in the number of cars handled yearly by the Rock 
Island from 86,701 in 1906 to 134,821 in 1923. He said it was 
indicated that there haf been little change in the volume of 
animals loaded from 1917 to 1924, compared with the loading 
of all commodities. He also entered statistics tending to show 
that the loading of live stock increased 28.04 per cent in 1924 
as compared with 1915. a 

Mr. Cowan, representing the complainants, called A. F. 
Stryker, of the South Omaha Livestock Exchange, who testi- 
fied, on the basis of his wide personal contact with cattlemen 
throughout the western territory, that the business of cattle 
raising was in bad shape, that most of the men engaged in 
the business were in financial straits, and that the number of 
cattle that once normally grazed in that territory had decreased 
at least one-half. He said there were isolated cases of men 
who had made money, but they were few. 

Testimony of operating and rate witnesses was heard this 
week. 

G. A. Hoffelder, of the Burlington, testified with regard to 
what was, in his opinion, the general low level of livestock 
rates. He entered numerous exhibits of rates comparisons with 
other commodities, as well as a history of the livestock rates 
themselves. He said the car-mile earnings on livestock were 
comparatively low and claims tended to be relatively high. It 
was his belief, considering other commodities and the conditions 
surrounding the transportation of livestock, that the latter was, 
generally speaking, an unattractive class of traffic. 

L. P. Young, of the Southern Pacific, testified with regard 
to the empty car haul necessary in the handling of livestock, 
and said it was necessary, in some instances, to make an empty 
car haul of 782 miles in order to get 1,000 miles of loaded 
cars’ haul. This added expensively to the cost of handling the 
traffic, he said, and made livestock a none too desirable class 
of freight. He spoke of the reduced tonnage of livestock trains, 
compared with other freight, and said livestock traveled under 
expedited service, all of which added to the cost of handling. 
G. L. Whipple, for the Union Pacific, entered similar testimony 
from the point of view of his line and added that the traffic 
was seasonal, another factor that added to the cost of handling. 
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J. L. Fielding, for the Southern Pacific, entered testimony 
with relation to the volume of livestock shipments, comparing 
those last year with each year previous back to 1915, tending 
to show that there had been a gradual increase in the move. 
ment of cattle, sheep, and hogs, except during the period of 
federal control, when the increase was greater than it had been 
since. He entered exhibits comparing rates on livestock jn 
1918 with other years, back, in some instances, to 1887. 

Further rate and operating testimony was put in, April 9 
and 10, by representatives of the Great Northern, Texas Pacific, 
Northern Pacific and Frisco. P. B. Beidleman, rate witness for 
the Great Northern, testified that, in his opinion, increased rates 
would not retard livestock movement and he also contended tha; 
losses in revenue would result from reductions in the rates on 
livestock. 

J. A. Lynch, rate witness for the Texas Pacific, entered a 
history of the rates on livestock in the southwest and said that, 
in his estimation, the scale 6 rates—those charged for trans. 
portation of livestock—were too low. He said, however, he 
would not like to see that territory return to the chaotic con- 
ditions prevalent when there was a different basis of rates from 
that territory to Oklahoma City, Wichita and Fort Worth. 

J. A. Joyce, operating witness for the Northern Pacific testi- 
fied with regard to the speed at which livestock trains were op- 
erated and indicated that there was an additional cost to the 
road for maintaining higher speed. L. L. La Rue, for the Great 
Northern, entered testimony with regard to the incidental gharges 
on livestock and the expense of operating yards at numerous 
pointyin the northwest. 


OPENING OF BARGE CANAL 


"> The Canal Committee of the New York Board of Trade and 
Transportation, consisting of M. H. Tracy, chairman; Lewis W. 
Francis, Wm. T. Donnelly, Samuel Robert, Representative Wm. 
E. Cleary, Frederick Coykendall, H. R. Odell, and J. HE. De 
Shazo, has submitted its report to the Board stating that the 
Barge Canal will be opened earlier than usual this year, and 
that it will be in a better condition for efficient operation than 
in any season for a number of years. 

“Canal operators may expect conditions which will enable 
them to carry full cargoes at once,” said the report, “instead 
of short loads during more than half of the season, as in 
former years. This should give a profitable season to the 
carriers and encourage shippers to use the canal at every 
opportunity with the assurance of enjoying the lowest possible 
rates. 

“The Canal Commission bill has been passed creating a 
commission to recommend what may be done to bring about a 
larger use of the canals. Your committee is of the opinion 
that this will be beneficial. We are also of the opinion that 
the most important thing necessary to increase the use of the 
canals is to keep them in a thoroughly efficient condition in all 
their parts and the channels at’their full maximum depth. 
This will insure profit to the carrier, low rates to the shipper, 
and remove such doubt as existed as to the policy of the state 
to so maintain the canals, which doubt has deterred the invest- 
ment in floating property for use upon them. 

“The curtailing of non-essential appropriations this year 
caused the appropriation of $150,000 asked for by the Erie 
Canal Centennial Commission to be postponed for another year, 
but the commission has been continued with the same powers 
as before to prepare for the proposed Centennial celebration 
of the building of the original Erie Canal. 

“In 1923 the bad conditions on the canals and the apathy 
of the legislature regarding them, together with the activity 
of the anti-canal interests, made canal prospects then discour- 
aging. At that juncture your committee took steps to revive 
the New York State Barge Canal Conference, which had been 
dormant for a time. The response made clear that the people 
of the State retained their faith in the value of the canals. 
Reflecting this revival of interest in the canals, the state 
political conventions of 1924, at the suggestion of this board, 
unqualifiedly committed both parties to the policy of maintain- 
ing the canals in an efficient condition and thereby set at rest 
all question as to the state policy of maintaining these water- 
ways. 

“The committee congratulates the board upon being again, 
as in former years, the chief instrumentality in the state in pre- 


serving this great transportation facility for the benefit of our 
commerce.” 










WATERWAY BOARD APPOINTED 


The War Department hag announced the appointment, by 
authority of Secretary Weeks, of a board of officers of the 
Corps of Engineers, consisting of Colonel Herbert Deakyne, 
Colonel Spencer Cosby and Major Paul S. Reinecke, for the 
purpose of making a preliminary survey under the river and 
harbor act approved March 3 of a deeper waterway. from the 
Great Lakes to the Hudson river, suitable for vessels of a 
draft of 20 to 25 feet. The board will make use, so far as 
applicable, of existing data and make its report on or before 
May 1, 1926, the department said. 
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April 11, 1925 


COMBS REPLIES TO MARKHAM 


P. S. Combs, consulting engineer, Chicago, has written the 
following letter to The Traffic World in reply to a letter of 
President Markham, of the Illinois Central Railroad, written 


to the Chicago Daily News and published in The Traffic World 
of March 7, page 624: 


The subject of water borne commerce versus rail commerce is 
very large indeed, and to successfully refute the statements made by 
the powerful financial and well-organized army of paid railroad statis- 
ticians and ‘“silver-tongued lobbyists,” it would require more time 
than I have at my disposal, since I am not a paid official but only 
a private citizen somewhat familiar with water and rail official sta- 
tistics. 

To those whom it may concern, I want to say that there are 
several ways of presenting official facts: 


ist. To present part of the facts without their context; 
2nd. To misapply a statement of fact; and 
8rd. To tell the whole truth and all the facts. 


It is a safe bet that where the two former tactics are resorted 
to, it is because it is not safe to tell the whole truth and show all 
the facts. I, therefore, leave it to the reader as to whose state- 
ments were correct in the articles under discussion; namely, that 
of Mr. Markham in the Daily News of February 23, the secretary 
of the Western Railway Committee on Public Relations, in the 
Daily News of February 27, or my statement of facts in the Daily 
News of February 24 and this article. 


In the article in the Daily News of March 23, Mr. Markham is 
quoted as saying: ‘“‘The most extensive development of inland water- 
ways possible, would not make a dent in the American transporta- 
tion problem and the railroads will need to continue to be our main 
reliance for transportation.’’ He also states that I was in error in 
quoting the figure of 702,365,131 tons of freight in 1920, being the 
amount handled by water borne commerce in the Untied States of 
that year and quotes the figure of 43,188,000 tons as being correct 
according to the United States Statistical Abstract on page 419. 


What are the facts? If you will take the annual report of the 
Chief of Engineers of the U. S. Army, Part II, 1921, reporting on 
water borne commerce during the calendar year for 1920 (quanti- 
ties expressed in short tons on page 54), you will find that the 
Atlantic Coast handled 240,757,677 tons; the Gulf Coast, 40,727,487 
tons; the Pacific Coast, 48,013,522 tons; the Great Lakes, 209,890,664 
tons, or a total of 539,389,350 tons, including coastwise tonnage. 


On page 55 of the same volume, you will find under Table No. 
2 that the commerce on rivers, canals and connecting channels of 
the United States during the calendar year 1920 was as follows: 
Atlantic Coast, 15,172,249 tons; Gulf Coast, 5,571,676 tons; Mississippi 
River and her tributaries, 51,132,004 tons; Pacific Coast, 7,859,212 
tons; interior rivers and other waterways, 585,590 tons; canals and 
connecting channels, 82,655,050 tons, or a total of 162,975,781 tons, 
making a grand total of 702,365,131 tons of water borne commerce 
for the year as per my statement in the previous interview. These 
figures represent the actual tonnage handled by water borne com- 
merce during the year 1920 and are credited and allocated by the 
United States.to each of these branches of water carriers. Part of the 
truth was told by Mr. Markham and the same misapplied when he 
stated that 43,188,000 tons was the total tonnage, since this figure 
relates to the adjusted tonnage on inland waterways only. 


Whether the quotation of 43,188,000 tons was used in ignorance 
or with a deliberate intent to mislead the public, I cannot say, but, 
surely, a president of a great and successful railroad organization 
must know that the 43,188,000 tons is set up as being the actual 
produced tonnage rather than the actual transported tonnage and that 
it relates to the inland waterways only and not to the total of water 
borne commerce. Therefore, I challenge the statement that the total 
tonnage handled by water borne commerce was only 43,188,000 tons 
instead of 702,365,131. . 


Even a layman can appreciate the fact that in both water borne 
commerce and rail commerce, there are many duplications due to 
trans-shipments of the same unit tonnage. However, should a given 
tonnage be shipped from its source of production of, say 100 tons, 
over the Santa Fe Railroad from the west, trans-shipped at a term- 
inal over the Illinois Central to a connecting terminal with the New 
York Central and from such terminal to the city of New York, the 
actual tonnage would still be 100 tons but each road having handled 
said 100 tons, would include it in its annual report of tonnage handled. 

The United States Government is cognizant of this fact and in all 
of its reports, represents tonnage handled, under “Grand Total’ and 
“Adjusted Tonnage,” which represents the actual tonnage of the com- 
modity shipped under all classes of carriers; otherwise, the total 
specific tonnage handled+by our railways and waterways would far 
exceed the actual tonnage of any particular commodity produced in 
any given year. 

As to the fact that water borne commerce “would not even make 
a dent in railway commerce,’ I desire to set forth the following 
facts as taken from government official reports: 


The government states that the total tonnage handled by the 
railroads was 2,305,824,940 tons. During the same year, the water- 
ways handled, as I have shown, 702,365,131 tons, or 30.4 per cent of 
that amount, and that the total valuation of the railroads of 1919 
were quoted at $18,900,000,000, while the total appropriation made 
by the government for the development of waterways is given as 
$1,036,000,000, which si approximately 5.5 per cent of the total valua- 
tions of railroads. It is not my desire to leave the impression that 
the total investment in our waterways is but $1,036,000,000 but, 
rather, that this is the amount that has been appropriated by the 


government for the development of waterways in the last one hun- 
dred years. 


It does not take an expert financier to appreciate the difference 
between the economical investment of $18,900,000,000 and $1,036,000,- 
000 when a comparison is made between the grand total tonnage 
handled by these two systems. However, since we are in debate 
on the question as to whether water borne commerce ‘“‘would even 
make a dent’’ in the railway transportation, I desire to add the in- 
disputable fact that not only did waterway handle a far greater per- 
centage of tonnage in proportion to the capital invested than did 
railways, but that it handled this tonnage at an average of one-fifth 
the cost that the railways handled theirs. 

It is a known faet that the low average rate per ton mile on 
rail (and that only when in competition with waterways) is 5 mills 
per ton mile and that this rate is materially increased where the 
same is not in competition with waterways. The expert committee 
appointed by the United States to determine how far a ton of freight 
could be shipped for one dollar, reported after a careful study of all 
the facts (using a general average), that the result was as follows: 
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5 miles by team; 
20 miles by motor truck; : 
133 miles by railway not in competition with waterways; 
200 miles by standard railway in competition with waterways; 
333 miles. by Erie Canal or New York Barge Canal; 
1500 miles by the Great Lakes and Soo Canal; 
3000 miles by the Mississippi and River Routes. 
Think this over! 


Mr. Markham makes a comparison between the New York Barge 
Canal and the total tonnage of all the railways, as also, of the Mon- 
ongahela River Service in comparison with all the railways. The 
following comparison is but one of many that could have been made 
and again proves the error of Mr. Markham’s statement that 43,188,000 
tons was the total tonnage of water borne commerce: : 

On page 55 of the annual report of the Chief of Engineers 
United States Army, Part 2, 1921, Table II, you will find the recor 
of the 43,188,000 tons referred to as relating to inlnad waterways 
only. You will also find in Table lII on the same page, that the 
total of all adjusted tonnage is given as 369,269,026 and on pages 1100, 
1101 and 1102 you will find that on the St. Marys Canal, Michigan 
(Detroit District), the total tonnage is given at 79,282,469 tons; that 
this represents a total in mile tons of 64,702,375,119 and represented 
a total value of $1,119,774,214 and that in one commodity alone— 
namely, iron ore passing through the United States canals at this 
point there was a total of this single commodity of 55,784,496 tons 
or 2,596,496 tons more of one single commodity on one single water- 
way than the amount quoted by Mr. Markham as representing: the 
entire waterway tonnage. The St. Marys is but one example. of 
the’ importance of water borne tonnage both as to tonnage carried, 
mile tons and: value. 

No doubt, the average railroad statistician would like to elim 
inate the tonnage represented by water borne commerce at our 
various ports. I will say that any time the railroad statisticians are 
willing to eliminate the tonnage handled by their coastwise roads, 
waterways will be willing to make a like deduction. 

Under date of March 20, 1925, the Chicago Tribune in an edi- 
torial commenting on the necessity of a receivership for the Chi- 
cago, Milwaukee & St. Paul railroad, goes so far in acknowledging 
the truth as to state that the Chicago, Milwaukee & St. Paul’s fail- 
ure was due to the fact that it built in anticipation of the future 
(which always shows good judgment), and then makes as the possible 
cause, the following statement: ‘“‘The St. Paul, it should. be added, 
would be in no difficulty today were it not for the phenomenal growth 
in coast to coast trade through the Panama Canal. If Congress wants 
to remedy the situation, it need only raises the canal tolls sufficiently 
to enable the trans-continental roads to live.’’ In further expression, 
they acknowledged that if it was not for the low rate of water borne 
commerce, the railroads would be able to raise their rates. 

The statement made by Mr. Markham that waterways have 
proved a failure due to the fact that they are closed during certain 
months of the year to ice, I would answer by calling attention to 
the fact that fuel is generally at its point of destination and con- 
sumption before the ice forms and that, likewise, most all agri- 
cultural products have been harvested and, at least, can be shipped 
before the closed waterway season, and since waterways are es- 
pecially adapted to bulk tonnage, the argument of ice as an impedi- 
ment to their value, is hardly worth considering. 

Mr. Markham under the caption of, ‘‘Profit on Low-Grade Traffic,”’ 
states: “‘To such an extent as inland waterways might take low- 
grade traffic away from the railroads, they would hurt, the rail- 
roads rather than benefit them. Almost any railroad in this coun- 
try would starve to death if its heavy freight traffic were taken away 
from it because that is the freight that pays best. A railroad can 
make more money by handling coal at one-quarter of the mer- 
chandise rate per ton per mile than it can make by handling mer- 
chandise at the higher rates.’ 

A good, honest statement, but I want t6 ask Mr. Markham this 
question: Is it or was it ever the intention that the development of 
waterways should be for the purpose of helping railroads make 
money? My understanding of all public utilities and especially those 
which had to do with the necessities of life are developed and sup- 
ported with the sole thought of helping the citizens and taxpayers. 

Mr. Markham states that in 1923 the Illinois Chamber of. Com- 
merce made a canvass among the cities of Illinois asking for the 
estimate of tonnage these cities would have for transportation by 
water when the Illinois State Waterway is completed. Twenty-three 
cities, including all the large cities located on the waterway, re- 
sponded, and the total tonnage estimated was receipts of 1,552,200 
tons and shipments of 3,139,400 tons—hardly. sufficient, from the 
practical standpoint, to justify the large expenditure involved. 

Mr. Markham stated also that when railroads build, it is only 
after a careful survey has been made and the information secured 


shows that sufficient tonnage will be carried to warrant the expendi- — 
On March 21, 1923, there appeared an article in the Chicago. 


ture. 


Tribune dated from Washington, D. C., stating: ‘‘Though it author- 
ized the abandonment of the 234 miles of railroad of the Chicago, 
Peoria & St. Louis, which serves 75 cities and towns in Illinois, the 
Interstate Commerce Commission held out hopes of operation for 
certain parts of the line since twenty of the cities served have no 
other transportation facilities.” 

There seems to have been at least one railroad built (although 
we could name many more, in anaes that failed to justify the ex- 
penditure. And in answer to the other statement in relation to the 
Illinois State Waterway, I would like to advice Mr. Markham: that 
it has never been the thought or intention of the fathers of. water- 
ways that it would be maintained or supported on local tonnage only, 
and I am sure that Mr. Markham realizes that it is the.through ton- 
nage that will support not only this waterway, but is the main sup- 
port for every railroad. 

Simply another statement unfairly applied! 

Mr. Markham is also pleased to say that the Warrior Service 
is an experiment and, further, that the railroads are willing and 
ready to co-operate with our waterway systems. As to the Warrior 
Service, it is a known fact that it operates under the handicap of 
war-time prices paid for its equipment (much of which is not. ade- 
quate); that it carries all tonnage at 20% less than rail rates to the 
same destinations, and sometimes (as excerpts quoted further. along 
in this article will show) for nothing; still, that under its efficient 
management, it has been able to meet all expenses, lay aside a large 
surplus to pay off war-time purchases and show a margin of profit 
over and above, which is much better than the great majority of our 
railroad systems in the U. S. can show. 

As to the statement that the railways are willing to co-operate 
with waterways in through hauls, Mr. David Evans of the David 
Evans Foundry Company called my attention-to the following im- 
portant facts in relation to the same; 

“The Mississippi is paralleled for a considerable portion of its 
entire distance by railroad systems and these systems have con- 
sistently discouraged the use of the waterways, even in part, and 


where their use could save freight costs without the e ur 
of one cent in taxes. As an instance: e xpendit e 


The Tennessee River -fiows . 
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almost due north from Muscle Shoals, Ala., and empties into the Ohio 
River at Paducah, Ky. For a great many years it was the custom 
of the roads north of the Ohio River to charge more for hauling 
freight from the Ohio River to Chicago when the southern part of 
the haul was made by barge than when it was_ made by another 
railroad. In each instance it was found that this increased rate 
north of the Ohio River just balanced the saving by barge south of 
the river. In 1915 the Interstate Commerce Commission issued an 
order known as the Chattanooga Packet Co. decision, prohibiting 
this practice on the part of the railroads, and since that time there 
has moved into the Chicago and St. Louis districts annually an 
average of over 100,000 tons of one commodity alone at a saving of 
about $1.50 a ton. This has been accomplished without the expendi- 
ture of a single penny of taxes that would not otherwise have been 
spent.”’ 

He also stated the fact that castings shipped from Chicago to 
Jacksonville, Fla., via the Illinois Central R. R. cost 62c per 100 
lbs.; via Mississippi Warrior Service, 47c per 100 lbs.; via the ocean 
through the Panama Canal, Seattle, Wash., to Jacksonville, Fia., 
32c per 100 lbs., showing a considerable difference between rail and 
water service. 

I would like the reader to weigh well the following official facts 

The following extracts from proceedings before the Interstate 
Commerce Commission in the case of the Inland Waterways and Mis- 
sissippi Warrior Service, complainants, vs. Albene and Southern Rail- 
way, defendants, October 6, 1921, are instructive: 

age 25. The Illinois Central from New Orleans to Covington, 
Tenn., via Memphis, performs 8.8 per cent of the all-rail service, but 
demands 71% of the river-and-rail rate, or eight times the percent- 
age of the service performed on short rail distances from New 
Orleans to Memphis, 

Page 39. On traffic from New Orleans to Beechwood, Miss., the 
Alabama & Vicksburg performs 1.9 per cent of the short rail mileage 
via Vicksburg, but demands 51% in dividing river-and-rail rates with 
the Barge Line. 

Page 51. On bagging from New Orleans to Duncanville, Ala., 
the Mobile & Ohio performs 4.2 per cent of the all-rail service, but 
receives 52.4% of the river-and-rail rate. 

Page 52. On bagging from New Orleans to Pearson, Ala., the 
Mobile & Ohio performs 6.5 per cent of the all-rail service, but re- 
ceives 64.3% of the river-and-rail rate. 

Page 54. A remarkable hold-up by the Mobile & Ohio is shown 
on their rates on cotton from local points to Mobile. 

The Barge Line is accorded proportions of 5c per 100 pounds on 
shipments from Alcorn, 4c from Saltillo, and llc from Artesia, but 
receives nothing on shipments from Okolona, Miss., and actually 
pays to the Mobile & Ohio a premium of 2c per 100 pounds more 
than the through rate merely for the privilege of participating in 
handling the traffic. 

Page 59. From New Orleans to Prichards, Ala., the Mobile & 
Ohio performs but 2.2 per cent of the all-rail service, but receives 
50.4% of the first-class river-and-rail rate. 

Page 61. On agricultural implements from St. Louis to Okatib- 
bee, Miss., the Mobile & Ohio performs 1.3 per cent of the all-rail 
service, but receives 26.8% of the all-rail rate. 

Page 72. From Woodstock, Ala., the Southern Railway performs 
to Tuscaloosa 7.9 per cent of the all-rail service, while it demands 
57.6% of the rail-and-water rate. 

age 83. On food preparations from St. Louis to Benton, La., 
the Southern Railway performs but 6.3 per cent of the all-rail serv- 
ice, but receives 63.1% of the river-and-rail rate. 

Page 106. On first-class traffic the L. & N. and Central of 
Georgia on gd performs 33.1 per cent of the all-rail service north 
of Tuscaloosa, but receives 96.1% of the all-rail rate and 117.1% of 
the water-and-rail rate. 

In other words, the Barge Line for its constructive haul of 300 
miles receives absolutely nothing and pays for the privilege of par- 
ticipating in the freight movement. 

Page 125. The testimony clearly establishes that existing di- 
visions to the Barge Line in many cases are. unjust, unreasonable 
and inequitable. The rail lines in many cases receive an unjustifi- 
able proportion of the ‘joint river-and-rail rate. Indeed, in some 
cases, the Barge Line not only receives no portion of the joint 
river-and-rail rate, but must pay out of its revenue on other traffic 
moneys which give to the rail carrier more than the through joint 
river-and-rail rate. 

In addition to the above handicap, the Warrior Service was also 
forced to set aside a fund equal to its entire operating expense to 
underwrite the purchase price of its equipment which was bought 
at war-time prices, and yet in the face of these two vast handicaps 
it was able, due to its efficient management, to show an actual net 
profit at the close of the year. 

In addition to these convincing proofs of waterway transporta- 
tion, I would like Mr. Markham to make an honest comparison be- 
tween the Monongehela River, her tonnage and cost per ton mile 
(which is about one mill), to any stretch of seventy miles of rail- 
road in the entire U. S., and in relation to the New York Barge 
Canal, the following excerpts may be of interest: 

If a clothing manufacturer desires to ship ten cases of clothing 
from New York to Duluth via railroad, it would cost him $2.16%4 
per 100 lbs.; via the canal-lake route, it would cost him $1.29% per 
100 Ibs.—a saving of 87c per 100 lbs. or $17.40 per ton, which will pay 
for the cost of transportation of the same consignment, at present 
ocean rates, from New York to China. 

A shipment of castings (machined) from New York to Minne- 
apolis or St. Paul would figure, at railroad rates, $1.00 per 100 lbs. A 
canal-lake rate would be 70c a 100 lbs., a saving of 30c per 100 lIbs., 
or $6.00 per ton, which would more than pay for transporting the 
same cargo from New York to Buenos Aires. 

If a builder ha ame | houses in Houghton, Mich., required a car- 
load of plaster, railroad rates on such a shipment from New York 
would be 72c a 100 Ibs. <A canal-lake rate would be 44c per 100 
lbs., a saving of 28c per 100 Ibs., or $5.60 a ton, enough to transport 
this shipment from New York to the United Kingdom. 

Mr. Markham would lead Po to believe that it was only water- 
ways upon which large expenditures are required suaeany for main- 
tenance. I challenge any combination of railroad officials or any 
student of transportation to make an honest comparison between the 
cost of maintenance and rehabilitation of the railroads of the U. S. 
during the last ten, twenty-five or fifty years, with that of the cost 
of maintenance and rehabilitation work on our waterways, the same 
to be taken in consideration with not only the actual tonnage handled 
and service rendered, but that in the comparison so made it will 
include in the cost of the maintenance of railways the upkeep of 
road beds, fills, ties, trussles, washouts, bridges and the vast amount 
of repairs to rolling stock of all types, as well as the great number 
of: cars and engines relegated each year to the scrap heap. I feel 
sure that with such a comparison, honestly made, e old bugaboo 
known asthe “pork barrel’ would die a sudden and violent: death. 

Mr. Markham gives considerable data in relation to rates from In- 
diatiapolis, Ind.,-to St. Louis; Mo., or to New Orleans, La. Ags a rail- 
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road man, he surely should have realized that a typographical error 
had been made, since Indianapolis is not and could not be considered 
as a city supplied with waterway competition or accommodation. My 
statement in the previous argument was in relation to Minneapolis, 
Minn., and to which his answer would not apply. 

It is hardly worth my time to answer in detail the reply made by 
the secretary of the Western Railway Committee on Public Relations 
given in the Daily News under date of February 27, 1925, since the 
same does not contain —_ statement of official fact, but, rather, 
was an effort to cover up the real issue. While not denying the fact 
that the railroads were the recipients of land grants, the answer 
merely endeavored to show a reason why the same were received 
and would make it appear that the government was the only one that 
benefited thereby. 

It endeavored, also, to show that the railroads have never been 
the recipients of one dollar in gifts from the U. S. I can only say 
that I have often wondered just how the French government was 
able to acquire the art of ‘“‘bunkoing’’ the American government and 
taxpayer. It is true that an individual or government may lend to 
another a given amount of money with the understanding and agree- 
ment that the same is only a loan and to be paid back with interest, 
but when the recipient of such a loan appropriates or fails to acknowl- 
edge his obligation by the actual failure to pay even the interest 
(let alone the principal), personally, I believe in good, old American 
language—‘“‘the loan becomes a gift.’’ 

i am perfectly willing to substitute the word “loan’’ for the 
word “gift,’’ using the word “loan’’ in the same sense as our pres- 
ent loan to the ench government. But I would call the reader’s 
attention that, as the old saying has it, ‘‘Murder will out.’”’ The 
failure of the Milwaukee & St. Paul road divulges the fact that they 
had a loan of $30,000,000.00 from the government and that it is still 
unpaid, as are hundreds of millions more by other railroads. 

I desire to state that I fully appreciate the value of railroads in 
their proper place of service, and I can’t help but admire those in re- 
sponsible charge for the cunning manner in which they present to 
the public their side of the question. 

However, the perplexing problem of transportation (which is the 
whiteman’s burden, being the cost between producer and consumer) 
will never be settled until the truth, and e whole truth, is pre- 
sented to the citizenry and taxpayer of our country. To this end 
I would urge the banding together of the various waterway associa- 
tions of our country, whereby they would form a waterway statistical 
clearing house through which the real facts in relation to waterways 
could be secured and the truth of their value become more generally 
known. There are many valuable statistical libraries in the posses- 
sion of individuals and organizations which, if placed in suitable 
quarters in charge of a competent secretary with the necessary assist- 
ance, the relative value of water and rail service and their respective 
economic and serviceable positions could be determined. 


OCEAN FREIGHT MARKET QUIET 


The Trafic World New York Bureau 

The full cargo market continued quiet throughout the week 
with few changes in rates. The fixture of a vessel from Mon- 
treal to Antwerp or Rotterdam at 14% cents a 100 pounds was 
the most important feature of the grain trade. In the sugar 
trade a vessel was fixed from the north side of Cuba to Mon- 
treal at 17 cents a 100. Two fixtures were reported in the 
coal traffic, one from Hampton Roads to Rio de Janeiro at $4 
a ton and the other to Trieste or Venice at $3.30 a ton for 
April or May loading. 

These deals were typical of the week, showing a compara- 
tively small demand from shippers and an adequate supply of 
vessels. The outlook is for a continuance of moderate activity 
in the immediate future, with no marked changes in any direc- 
tion. One exception to this view was the oil tanker market. 
Advances in this trade are confidently expected within the next 
few weeks, due to a large number of inquiries and the fact 
that available tankers are largely in use. Bids are now being 


made for the last half of April at figures considerably higher 
than current quotations. 


PRESIDENT SHIP BID CASE 


The Trafic World Washington Bureau 


Chairman O’Connor said that if the Pacific Mail was suc- 
cessful in its efforts to prevent the Shipping Board from sell- 
ing the five “President” ships to the Dollar interests, he would 
urge the board to remove the Pacific Mail as managing op- 
erator of the vessels. He also declared that, if the board were 
permanently enjoined from making the sale, the board might 
as well quit trying to sell vessels to private interests and go 
in for permanent government operation. He said he was 
strongly opposed to such operation. 

At the White House it was said that the President, while 
generally informed as to the situation with respect to the bids 
for the ships, had not looked into the details of the matter 
and he felt that it was fair to assume that the board had tried 
to do the right thing until the contrary was shown to be the 
fact. A spokesman for the President pointed out that the 
law specifically made the board responsible for its decisions. 

The Shipping Board has begun preparation of its defense 
to the injunction suit brought against it by the Pacific Mail 
Steamship Company to prevent transfer of the five “President” 
ships to R. Stanley Dollar and associates. 

The claim that the operation of the ships under the man- 
aging agency of the Pacific Mail has resulted in profits prob- 
ably will be controverted in court by the board in meeting the 
allegations of the Pacific Mail. Commissioner Plummer vice- 





chairman of the board, contends that the service has beén mak- 
ing substantial profits. 


The following official figures from the records- of the Fleet 
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Corporation, however, show a loss of $199,373.25 for the two 
years ended December 31, 1924, exclusive of depreciation and 
interest: 


United States Shipping Board Emergency Fleet Corporation finan- 
cial result of operation—Pacific Mail Steamship Company from Janu- 
ary 1, 1923, to December Site tae 


1924 Grand Total 
FGVOTUE 0.60 cc0vsccted 6,870,672.96 $6,519,711.89 $13,390,384.85 
Voyage Expense..... 5,257,605.86 4,542,734.91 @ 40.77 
Pe EE SE Fe SM 62,318.21 62,318.21 
Se -.si9s < b044«e 205,838.85 221,772.82 427,611.66 
TODGIEE o ctie Gi cies vie'see 1,193,876.02 1,573,941.58 2,767,817.60 
DEVORE  Swaseced eeresngeaas< 128,923.10 128,923.10 
Administrative ....... 190,424.09 212,828.67 402,746.76 


Total Expense...$6,847,744.81 
Profit or Loss....$ 22,928.15 
(Profit) 


$13,589,758.10 


$6,742,013.29 
$ 199,373.25 
(Loss) 


$ 222,301.40 
(Loss) 


Commissioner Plummer, it is understood, objects to the in- 
clusion in the figures of repair and reconditioning costs in 
ascertaining whether or not the line has showed a profit. 

It is also expected that the board, in opposing the Pacific 
Mail action, will contend that the Pacific ‘Mail offer could not 
be considered, because it was illegal; that Dollar put up a bona 
fide deposite of 2144 per cent of the amount bid, but that the 
Pacific Mail deposit of 2144 per cent was submitted subject to 
the provision that it should be applicable only toward the sub- 
scription for common stock, and that the Pacific Mail bid 
made no provision for payment of the principal, after the initial 
payment, for fifteen years. It also will probably be contended 
that, as to guaranteed service for ten years, the Pacific Mail, 
under its offer, could have terminated such guarantee at any 
time that the amount owing the government was paid. 

The view is held in Shipping Board circles that the Pacific 
Mail was not entitled to preferred treatment, because it was the 
managing operator of the vessels involved; that the Pacific Mail 
is controlled by eastern interests while the Dollar interests are 
on the Pacific coast, and that therefore the Dollar interests 
should have had preferred treatment if anyone was to obtain 
such treatment. 

It will also be contended on behalf of the board, with 
respect to the question of national defense raised by the Pacific 
Mail, that the ships under Dollar ownership will be just as 
available for the national defense as they would be under the 
Pacific Mail because, under the law, the ships must remain under 
the American flag until their transfer to foreign registry is 
authorized by the board. 

A summary of the bill of compiaint of the Pacific Mail 
issued by representatives of the company follows: 


The bill raises the large question of the right of the Shipping 
Board to sell these vessels except in such manner as to accomplish 
the large purpose of the merchant marine act (Jones act) of 1920, 
which commanded the board to keep always in mind the need of 
the country for a merchant marine of vessels suitable to serve as 
naval and military auxiliaries and carry the greater part of our 
national commerce, and that the board to this end shall take into 
consideration all matters which would “influence a prudent solvent 
business man in disposing of vessels or property which he is not 
obliged to sell.’ 

In support of numerous specific allegations that the board in 
voting, 4 to 3, to accept the Dollar bid of $5,625,000 and in refusing 
to consider the Pacific Mail bid of $6,750,000 acted illegally the Pacific 
Mail presented statements from Commissioners Benson, Plummer and 
Thompson of the Shipping Board. 

_ These commissioners denounce the sale on the ground that the 
price, only one-fourth of the cost of replacing the vessels, that the 
San Francisco-Orient line in which the ships are operated for ac- 
count of the board is now making money and there is no necessity 
for sacrifice, that the sale creates a monopoly of American flag pas- 
senger service under the control of the Dollar interests, the sale 
makes no provision for replacement of vessels and enforces no pen- 
alty performance bond for maintained operation and that the sale 
is not prudent or business like. 

Admiral Benson’s statement, not hitherto published, declares that 
the Dollar interests by not seeking to buy similar ships which they 
now operate for the government from Seattle to the Orient will by 
acquiring the San Francisco-Orient Line be able to divert freight and 
passengers from the government owned ships to thefr own ships, thus 
compelling the government to assume the entire expense of operations 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Industrial traffic manager. Seventeen years’ 
experience, now with commercial organization, wishes to locate in 
Ohio or the West, rate analyst, and experienced in presenting and 
Preparing cases before Commissions, reasonable salary. Address Box 
767, care Traffic World, Chicago. 
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from Seattle or to sell to the Dollar interests at such price as they 
care to pay. The Pacific Mail charges that the proposed sale is illegal 
because the advertisement of the board for bids stated ‘negotiations 
may be continued and all offers received before final award will be 
considered,” and that the Pacific Mail presented an offer of $6,750,000, 
with adaptations to meet the legal objections raised by board’s counsel 
and requested opportunity to negotiate as provided by the advertise- 
ment, but that the board refused to negotiate and did not consider 
the bid and that the sale thereby was rendered non-competitive an@ 
therefore illegal.- It is alleged that under the merchant marine act 
the Pacific Mail is entitled to preference in the sale of the vessels 
which it has been operating not only because of its having been 
an established line in the trans-Pacific trade since 1867, but because 
it withdrew its own ships from that service in order to put all its 
organization, good will and — business behind the Shipping Board 
vessels with the purpose of purchasing them and at that time claimed 
from the Shipping Board preference in the sale. 

It is set forth that the California-Orient line operated for the 
board is by reason of the Pacific Mail’s services the most profitable 
if not the only profitable government line, and that the proposed sale 
would deliver the line over to the Dollar interests who are failing 
to bid on the ships they are operating from Seattle and will visit 
. cs damage upon the long established business of the Pacific 


ail. 

It is alléged that the Shipping Board failed to take into considera- 
tion practically every major requirement of the Jones act relating to 
sales and that in voting to accept the Dollar bid it accepts a maximum 
5 year agreement for maintained service against a minimum of 10 
years offered by Pacific Mail; also that the Dollar bid contains ab- 
solutely no provision for replacement of the present vessels with new 
vessels capable of meeting foreign competition and serving as naval 
and military auxiliaries, whereas the Pacific Mail bid carried a busi- 
nesslike plan for replacing the fleet with modern Deisel vessels. 
Therein it is alleged the purpose of the merchant marine act is not 
carried out, and that the board has subordinated the vital national 
policy laid down in the Jones act, to the question of price and even 
then proposes to accept in the Dollar bid, $1,125,000 less than offered 
by the bid of the Pacific Mail. The Pacific Mail further charged 
that a majority of the members of the Shipping Board have shown 
at sundry times, and particularly in connection with matters referred 
to in the bill, “a disposition to deal with R. Stanley Dollar upon 
terms and conditions and in a manner which the plaintiff alleges 
and avers is unduly prejudicial to the interests of the government.” 
In this connection the bill states that the board previously sold to 
the Dollar interests in 1923 without special public advertisement other 
than a general blanket advertisement many months previously, 7 
ships of the “502” President class at an aggregate price of only 
$3,850,000 under an extremely favorable contract which imposed no 
penalty on the purchases for failure to maintain the guaranteed 5 
year round the world service. For such failure, the contract merely 
provided that the government might take back the ships and operate 
them entirely at a government risk for the balance of the five years 
but the government, however, obligated them to give the seven ships 
back to the Dollars in the same condition they were in when so 
taken. The Pacific Mail does not seek to have determined in this 
proceeding whether or not its own bid should have been accepted, 
but claims that if its bid was illegal all bids should have been re- 
jected. The Pacific Mail declares that “the arbitrary refusal of the 
Shipping Board to consider plaintiff’s bid and request for conference 
can only be explained by a desire to expedite sale of the 5 vessels, 
even at a heavy loss to the government and sacrifice of national in- 
terest and in this regard the merchant marine act.”’ Attention is called 
that Commissioner Lissner in sustaining the award to R. Stanley 
Dollar stated that consideration of the Pacific Mail bid would have 
been “unfair” to R. Stanley Dollar, whereas it is quite apparent that 
R. Stanley Dollar would have been fully protected had all bids been 
rejected and he given an opportunity to make a new bid on the same 
terms as the Pacific Mail. 


Pacific Mail points out that a majority of the Board yesterda 
voted down a motion by Vice-Chairman Plummer that the seaneser 
contract should be submitted to the attorney general for his opinion 
=> whether it conforms to the provfsions of the merchant marine 


The Pacific Mail also points out that 
eu ee eS rp at during the war, the vessels 


ere operated under forei flags, whereas 
the Pacific Mail vessels operated under the Asnerioon fies. and were 
commandeered by the United States government, paid to the United 


States government $7,500,000 
ag dl, $ 00 in earnings and more than $3,000,000 


Additional information on the question of the earnings of 
the five “President” ships under the managing agency of the 
Pacific Mail, obtained at the Shipping Board this week, was 
to the effect that, on the basis of earnings for January and 
February this year, the ships would show a profit of approxi- 
mately $700,000 for the current fiscal year, including cost of 
overhead, interest and depreciation. It was also said that the 
Admiral Oriental Line, which is operated for the board ‘by the 
Dollar interests, was showing considerable loss. This line has 
the other five “President” ships operated between Pacific coast 
ports and thé Orfént. +i 

It was indicated that, if Dollar should get the Pacific Mail 
ships, a new managing operator might be selected for the 
Admiral Oriental Line. It was also regarded as possible that 
Dollar might bid for the five ships in that service. At one time 
he was represented as desiring to buy the entire group of ten 
vessels. 

If the Pacific Mail should lose its injunction suit against 
the board, the case probably will be appealed to the Supreme 
Court of the United States. Whether or not the sale to Dollar 
goes through, it is also practically a certainty that the action 
of the majority of the board will be debated at length in the 
next session of Congress. The board was subjected to criti- 
cism in the last session because it sold the seven “502” vessels 
to Dollar on terms disapproved by certain members of Con- 
gress. 

Hearing in the injunction suit brought by the Pacific Mail 
against the Shipping Board to prevent the sale. of ships to 
R. Stanley Dollar has been postponed from. April 13 to April 20 
by Justice Hitz, of the Supreme Court of the District of 
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Columbia. The court found that it could not hear the case 
on the date originally set and counsel for the board and the 
Pacific Mail agreed on April 20. Members of the Shipping 
Board at a meeting April 7 conferred with Chauncey G. Parker, 
general counsel, with regard to the defense the board will make 
to the allegations of the Pacific Mail. 


CONTROL OF COASTAL RATES 
The Trafic World New York Bureau 


Probably a majority of the steamship companies in the 
intercoastal trade are in favor of government regulation of 
rates, E. F. Luckenbach, president of the Luckenbach Lines, 
said in amplifying his original statements on the Pacific coast 
in favor of this policy. In reply to a question, he said a spe- 
cial committee of ocean traffic experts should be established 
by Congress to stabilize tariffs. He expressed the belief that 
this should not be left to the Interstate Commerce Commission 
or the Shipping Board. 

“Some of the intercoastal companies do not want govern- 
ment regulation of any kind,” Mr. Luckenbach said, “but they 
are in a minority. The railroads have been advocating some- 
thing of this kind for a long time, but their purpose, of course, 
is to curb water competition. Our purpose would be to stabilize 
the trade for the benefit of both shipowners and shippers.” 

Another matter that should be taken up and pressed to a 
conclusion is that of operating the Panama Canal twenty-four 
hours a day, said Mr. Luckenbach. He remarked that no other 
large canal in the world closes at night. 

“Unless our ships get to the locks in the early afternoon 
they have to wait until next morning for transit,’ he said. 
“This means a delay of eight hours, with pay for the crew dur- 
ing that period. We formerly made the trip at night and could 
easily do so again. There is no argument against it except the 
disinclination of the canal officials to work at night. 

“The canal was built as a service to shipping, and it fails 
to perform that function to the extent that it remains closed. 
We have written to Washington about it and our letter has 
been forwarded to Panama. I suppose eventually we shall get 
a reply.” 

Mr. Luckenbach said shipowners would attempt, in the 
course of the next few months, to get the different branches of 
the industry to agree on a uniform legislative policy. One of 
the chief obstacles, he said, is the insistence of the shipbuilders 
on the 50 per cent duty on repairs abroad, which he character- 
ized as “outrageous.” 


O’CONNOR ON MERCHANT MARINE 


The shipping act of 1916 and the merchant marine act of 
1920, T. V. O’Connor, chairman of the Shipping Board, said in 
an address in New York, April 8, were enacted by Congress with- 
out the force of public opinion having compelled such action. 
The chairman said sometimes there was an “uprising of public 
opinion of such force” that Congress transformed public opinion 
into law but that more often without force of public opinion 
Congress discovered a national need and passed legislation. 
He said ship legislation was of the latter kind—that Congress 
thought of it first. He said it was his privilege to persuade 
the people that the act of Congress providing for a permanent 
American fleet was working out and that it would continue to 
work out. He reiterated his view that ships must be operated 
under the American flag either by private owners or by the gov- 
ernment. 

Chairman O’Connor referred to the development of the 
waterfronts of such ports as New York, Philadelphia, Baltimore, 
Norfolk, New Orleans, Seattle, and Buffalo in the period from 
1914 to 1925. : ee 

“We are ready for business in 1925, and we were not feady 
for business in 1914,” said he, emphasizing that something more 
than ships were necessary for successful shipping operations 
and that without good piers in convenient. places with deep 
water there could be no shipping worthy of the name. ' 

Declaring he favored private operation whenever that was 
possible, he said, he favored selling to a private operator if 
I believe that he can stick it out.” He said he did not wish 
American shipping men to become “Little Red Riding Hoods 
and be swallowed up by the wolves. He said there was no 
doubt that private operation could be more economical than 
government operation. Continuing, he said, in part: 

I started my working life on the Great Lakes,—in some respects 
the busiest shipping place on earth. I have seen wheat, flour, ore, 
and all kinds of freight loaded and unloaded in every port on the 
lakes. I have been fireman, engineer, and captain on a tug. I know 
what a man can do in twelve hours, in ten hours, or eight hours, or 
even in twenty-four solid hours of labor, for I have done work on all 
of these schedules. I know what keeps a man going when exhaustion 
calls upon him to stop work. It is the desire of gain, whether in 


wages, salary, dividends or interest on bond; a desire to live and to 
give his family some things which used to be called luxuries and 
which are now called necessaries. 
ether a man grows wheat, or grinds it into flour, or carries it 
upon the lakes or upon the ocean, or rolls a barrel of flour into the 
hold of a ship, the thing that keeps him going is the desire to make 
money,—the mainspring of the business world. 
Hs same consideration will govern-a private purchaser or builder 
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A Splendid Port 
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Wonderful Region 
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Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections. 
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You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 


velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now, 


Write us for “‘The Port of Los Angeles’’ 
a booklet full of valuable facts 


Board of Harbor Commissioners 


City of Los Angeles 
“Port of the Pacific Southwest”’ 
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‘Save the Difference’’ 


Route It Via The 


PORT of HOUSTON 


No matter where your point of 
production may lie if you deal with 
the Southwest Houston can serve 
you better. | 


Fifty miles more of water rates 
and the security of Fast Steamer 


Schedules. 


Seventeen railroads with ade- 
quate, speedy freight and package 
car schedules, to all Texas Com- 
mon Points and points in the States 
named below. 
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Send for two descriptive booklets: 


“PORT HOUSTON” 


Complete details of the fastest 
growing port on the Gulf of Mexico. 
Text and pictures. Complete tariff 
data. 


“Houston Freight Rate 
Book Number 1” 


Class rates to all Texas Common 


Points and to points in Louisiana, 
Oklahoma, Arkansas, Arizona, New 
Mexico, Colorado and numerous 
pages of information. 


Both publications are free. 
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of American ships. If a man or a corporation gets far enough along 
to own and operate ships, he has got to practice every possible 
economy. 

If the American merchant marine is to be kept on the ocean for 
all time under private ownership, the only guarantee of such per- 
mancy is the ability of a ship operator to make money. If a man 
cannot pay his house rent, he is put on the sidewalk, and if a ship- 
owner cannot make both ends meet, he will be driven from the oceans 
and dumped on the nearest beach. Make no mistake about that. * 

The dnlppins Board, consists of seven members, and I have the 
honor to be designated by the President as chairman. I shall always 
use my vote to advance the sale of Government ships as rapidly as is 
consistent with a permanent American merchant marine. 

The Americanism of the buyer, his financial ability, and his sea- 
going experience, are to me the most important elements in the con- 
sideration of a sale. 

We shall go forward in our effort to transfer ships from public to 
private ownership. It will take us a long time, for we have a large 
number of ships, both cargo and passenger, of every kind. In the 
meantime we ask for patience from the American people, not the 
patience of charity, but the patience of common sense, for if the 
nation is called upon to foot a bill of twenty-four million dollars do 
not consider the expenditure of this money a ‘“‘loss.”” It is a cost item 
for national existence and for real participation in the commerce of 
the world. States and cities spend more money for good highways 
every year in dollars than we spend for ships in pennies. Does any 
intelligent person think that the maintenance of a concrete highway 
across the clay soil of the state of Illinois is a loss to. the citizens of 
Illinois? We should stop and think what would happen if we did not 
spend the money. Handing a five dollar bill to a doctor is not pleas- 
ant, unless one thinks of what might happen if he couldn’t get a 

octor, 

For nearly fifty years ships of other nations have been making 
enormous fortunes for their owners, and during that time America 
has been the most important shipping station on the face of the globe, 
and the freight money has come out of us. 

The public treasury can save twenty-four million dollars a year if 
we sink all of our ships; go, also, can a city save millions of dollars 
a year to its public treasury by abolishing the police department and 
the fire department. More would be lost to the citizens in robberies 
in one month than was saved to the public treasury in one year. One 
fire in a high wind would cost more in three hours than the fire de- 
partments cost for thirty years. 

You will note that Colonel Harvey in the Washington Post says 
that Congress “cheerfully” gives us thirty million dollars a year. All 
the people would spend it cheerfully if they understood the situation. 
The sum this year is twenty-four millions. Is twenty-four millions a 
large amount or is it small? To answer that question you must relate 
the twenty-four to something else. An elephant has a short tail; a 
rat has a long tail, and yet the elephant’s tail is longer than the rat’s, 
; Money spent by Congress for improvement of rivers and harbors 
is for the benefit of all ships engaged in international commerce, re- 
gardless of the flags which they fly. In the last ten years the United 
States government spent nearly five hundred million dollars on rivers 
and harbors. In 1924 they spent fifty-three million dollars. In the 
same year for the development and maintenance of our ships we spent 
thirty million dollars. The coast guard maintenance, insuring safety 
for men and cargoes, has cost this government in the last ten years 
nearly one hundred million dollars. This security is shared by the 
ships of many nations. In the current year we are spending for our 
merchant marine twenty-four million dollars, and in the last year for 
coast guard ‘alone the United States spent more than twenty-four 
million dollars. For the safety of navigation we are spending each 
year eight million dollars upon lighthouses, and the lighthouses shine 
for the ships of every flag. In 1924 we spent eight million for light- 
houses, twenty-four million for cost guard, and fifty-three million for 
rivers and harbors, or eighty-five million in all,—and all this for 
advantages accruing to ships whether owned in this country, in Ger- 
many, Great Britain, Holland, Sweden or Norway. 

Is the twenty-four millions which we are spending this year on 
American ships a long tail or a short tail? In measuring the size of 
our venture, should we look upon the elephant and call twenty-four 
million dollars a small sum, or look upon the rat and go into national 
hysterics? We do not stand like beggars on the water-front, seeking 
charity in the form of taxes. We stand on highways reaching to 
London, Hong Kong, Constantinople, and the world; we stand there 
as traffic policemen for international commerce. If this nation wants 
to withdraw its traffic police from the oceans, let it remember one 
thing. There are plenty of other nations eager to take our place. 
For the support of foreign traftic policemen we will not Pay in the 
form of taxes, but will pay in freight rates for what we produce and 
what we consume. We will pay, and pay, and pay,—pay to the for- 
eign owner with the money of the United States. 

We want American ships; built by Americans; 
cans, and manned by Americans. 


OCEAN TRANSSHIPMENT DISPUTE 


The Trafic World New York Bureau 

Instead of appealing to the Shipping Board against the 
action of the Far East Conference in fixing the minimum rate 
of $9 a ton for the Pacific haul on goods transshipped from 
the intercoastal lines, the latter have adopted what they con- 
sider the more effective method of giving their business to 
non-conference companies on the west coast at the former rate 
division, it was learned by inquiries among local officials. 

Reports from San Francisco that the U. S. Intercoastal Con- 
ference would take the issue to the Shipping Board, arguing 
that the action of the Far Hast lines was arbitrary and a 
discrimination against the coast to coast companies, was dis- 
counted by officials here. It was said that the decision of the 
board was doubtful at best and was unnecessary in this case. 
So long as independent services are available on the Pacific 
coast, one official remarked, it is immaterial whether the con- 
ference maintains the present minimum rate or restores the 
old basis. 

At the offices of one line it was said that when the Far 
East Conference adopted its resolution in New Orleans early 
last month, the company had a large transshipment cargo on 
a vessel bound for San Francisco and other large shipments 
on the wharf at New Orleans ready to load. The only way 
out at that time, he explained, was to transfer the goods to 


owned by Ameri- 
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a non-conference line. This plan has worked satisfactorily 
ever since, he continued. 

There are said to be five independent companies serving 
the west coast, and, while their sailings are not arranged on 
a regular schedule, their vésselg are sufficiently frequent to 
offer good connections. It is said by intercoastal interests that 
this process will be continued until the Far East and Pacific 
Westbound Conferences are ready to reconsider their action, 
and permit restoration of the plan to split the transshipment 
rate on an equal basis, instead of retaining $9 from a possible 
$12 to $18 for the trans-Pacific haul. 

Intercoastal steamship lines do not intend to carry the dis- 
pute over transshipment rates to the Shipping Board because 
they are convinced of the weakness of their position, and not 
because they are getting adequate service from non-conference 
companies across the Pacific, according to an official of one of 
the Far East lines in commenting on the statements made 
earlier in the week by a spokesman for the intercoastal interests. 

Noting the claim that five non-conference lines give ample 
facilities under the previous arrangement for an equal division 
of the through rates, without regard for the $9 a ton minimum 
fixed recently at New Orleans, this official remarked: 


We would like to know the names of the five lines. The Suzuki, 
Yamashito and Mitsui are the only ones we are familiar with, and they 
are engaged almost solely in the transportaion of their own prod- 
ucts. If they have entered the general transportation business we 
are not aware of it. Furthermore their sailings are infrequent and 
irregular. 

As to the assertions that shipments already on the way to the 
Pacific coast, at the time the rule was adopted by the Far East lines, 
had to be transferred to non-conference lines, this is untrue, Our 
resolution specifically stated that the $9 minimum rate appleid only 
to new business and did not affect commitments then in effect. 


CONVERSION OF SHIPS 


The Trafic World Washington Bureau 


Announcement of the selection of fourteen vessels for con- 
version to Diesel engine propulsion was made this week by 
the Shipping Board. Conversion of these vessels into motor 
ships will constitute the first part of the board’s Dieselization 
program authorized by act of Congress. 

Right of the fourteen vessels are of 9,400 deadweight tons 
each and were built by the Oscar Daniels Shipbuilding Com- 
pany. The names of the vessels in this group and their loca- 
tion are as follows: Yomachichi, Tampa, Unicoi, Sawolka, 
City of Rayville, and City of Dalhart, all tied up at Norfolk, 
Va.; Wilscox, tied up at Mobile, Ala.; and the Seminole, tied 
up at New York. 

Three of the fourteen vessels are of 8,800 deadweight tons 
each and were built by the Los Angeles Shipbuilding Com- 
pany. One, the Crown City, is tied up at New York, and the 
other two, the West Honaker and the West Cusseta, are tied 
up at Norfolk. 

The West Harts, of 8,625 deadweight tons, built by the 
Columbia River Shipbuilding Company, tied up at San Fran- 
cisco; the West Hartland, of 8,624 deadweight tons, built by 
the Columbia company, tied up at Seattle, and the West Grama, 
of 8,371 deadweight tons, built by the Los Angeles Shipbuilding 
Company, tied up at New York, complete the group. 

It is estimated that it will cost from $50,000 to $60,000 for 
the conversion of each ship to Diesel engine propulsion, or 
at a total cost of from $700,000 to $840,000. 


COST OF INVESTIGATION 


Preparation of data for the House select committee that 
investigated the Shipping Board and the Fleet Corporation in 


‘the last Congress cost the board and corporation approximately 


$88,000, it was learned at the board this week. This estimate, 
it was said, did not include anything for the time spent by 
department heads and other officials in getting the data asked 
for ready for the committee. The $88,000, it was said, would 
cover practically only the cost of the clerical work required 
to get the information ready for the committee. 


LAKE-TYPE VESSELS SOLD 


President Palmer, of the Fleet Corporation, has announced 
the sale of the Lake Como, a lake-type vessel of 2,875 dead- 
weight tons to Robert Badcock & Company of New York 
City, for $34,050, and of the Lake Geneva, a lake-type vassel 
of 2,989 deadweight tons, to the Bison Steamship Corporation, 
of Tonawanda, N. Y., for $25,000 cash consideration and obliga- 
tion to undertake reconditioning under approved plans and spec- 
ifications. 


NEW CANAL ZONE FACILITIES 


The Panama Railroad Steamship Company announces that 
warehouse facilities for the storage of non-perishable and non- 
dangerous merchandise to be held for orders have been pro- 
vided by the company at Cristobal and Balboa, Canal Zone, 
beginning April 1. 

Charges will be made in accordance with published tariffs 
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President Grant—One of the five sister ships—showing cargo negiing ee 
especially designed for rapid handling from lighters on both sides 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT GRANT.....................2. April 21 

*PRESIDENT MADISON..................... May 3 

*PRESIDENT JACKSON ..................22. May 15 

*PRESIDENT McKINLEY.................... May 27 

“PRESIDENT JEFFERSON... ........0cccc0e- June 8 
tion Service 


Direct Freighter Service 


Japan, Shanghai, Dideen, Taku Bar, Tientsin 


WHEE NI ons se ccicccceeccssccecescecces April 20 
WHEATLAND MONTANA.................... May 15 
ST I hs 6 tbc Geese s beetcccésbeueecdeel May 31 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY 


Chicago—-Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 

New Yerk—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building 

San Francisco—Robert Dollar Building. 

Les Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—1519 Railroad Avenue, South 


L. L. BATES, General Freight Agent, Seattle, Wash. 
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Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From From 

Baltimore New York Savannah 
NE ivincea whew neeeme eer Apr. 11 Apr. 15 
Seo Apr. 21 Apr. 25 Apr. 29 
PETER KERR........... May 5 May 9 May 13 
MONTICELLO .......... May 19 May 23 May 27 
a RP IPSS June 2 June 6 June 10 
MEE cacevewiceeceseed June 16 June 20 June 24 
Paar June 30 July 4 July 8 
TRE 666-508 60 sc5ceges July 14 July 18 July 22 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, teantiement at 
Los Angeles Harbor without transfer charge, also te all po 

age a Oregon, Washington, British Columbia, Alaska ~ 7 the 
Far East. 



























Joint Service with 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 


xxtCLEVELAND ......Apr.16 xx*RESOLUTE ........ 5 
xx*RELIANCE ...... .-- Apr. 21 xtTHURINGIA ....... May 7 
xtWESTPHALIA ..... Apr. 28 =xx*DEUTSCHLAND ...May 14 
xx*ALBERT BALLIN...Apr. 30 xx*RELIANCE ........ May 19 
+Cabin and Third Class Passengers. ‘*First, Second and Third 


Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 
IKALA (via Baltimore and Hampton Roads).............. 


BALTIMORE TO BREMEN AND HAMBURG 
SUDBURY (via Hampton Roads)...........scccesececceess Apr. 15 
IKALA (via Hampton Roads)..... ob. bbb 00 CS bic need cre o+e+-May 13 


NORFOLK AND NEWPORT NEWS TO BREMEN 


NEW ORLEANS TO BREMEN AND HAMBURG 
ADALIA.......-000. eocccces Coccecccccccccccccees Last Half of May 
ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 

PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg te LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 827 South La Salle Street.......... Phone Wahash 4891 


BRANCH OFFICES: 
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on a month to month basis. Deliveries from warehouse are 
to be made only upon written order from the person storing 
the goods, or his agent. Perishable and hazardous goods will 
be received only at depositor’s risk. Liquors are barred, as 
are also explosives and other dangerous cargo. 

Liability of the warehouseman, it is stipulated, will not 
exceed $8 per cubic foot, or 25 cents per pound, unless excess, 
value is declared. Minimum charge for handling any shipment 
taken out of storage will be $1. Cargo “for orders” stored at 
the wharves of the Panama Railroad for delivery or reshipment 
into the Republic of Panama, it is stated, is subject to the 
customs rules and laws of the Republic of Panama, and pay- 
ment of duty. Shipments to be warehoused “for orders” should 
be consigned to “Cristobal for orders,” or “Balboa for orders.” 

The Panama Railroad Company is a New York corpora- 
tion. Its stock is owned by the United States government, 
but it has the rights and liabilities of a corporation. No special 
statutes relating to warehousing are in effect in the Canal Zone, 
and virtual freedom of contract is permitted. The liabilities 
of the warehouseman are indicated in a list of conditions pub- 
lished in the current issue of the “Panama Canal Record,” 
which also contains the first warehouse tariff schedule. 


TANKERS SOLD BY BOARD 


President Palmer, of the Fleet Corporation, has announced 
the sale of the tanker Bethelridge of 10,254 deadweight tons to 
Clifford D. Mallory of New York for $293,620 cash and agree- 
ment, supported by surety bond, to install a reciprocating engine 
under approved plang and specifications. He also announced 
the sale of the Hiske, a cylindrical tanker of 8,906 deadweight 
tons to Walker & Daly of New York for $45,920. 


PARCEL POST TO NICARAGUA 


Paul Henderson, Second Assistant Postmaster General, in 
a statement announcing ratification by Nicaragua of conven- 
tions governing regular and parcel post mails, in part, said: 


Nicaragua having ratified the Pan American Principal Convention 
and the Pan American Parcel Post Convention, concluded at Buenos 
Aires September 15, 1921, the provisions of the said convention become 


effective at once with respect to regular and parcel-post mails destined 
for that country. 

This ratification involves no change in the existing postage rates 
and conditions applicable to drticles for Nicaragua, as set forth in 
sections 11 and 12 on pages 145 and 146 of the annual Postal Guide for 
1924 and on page 23 of the November, 1924, supplement thereto, except 
that freedom of postage is granted to the correspondence of the mem- 
bers of the diplomatic corps of Nicaragua when addressed for delivery 
in the country which they represent, or in any of the countries which 
have or may hereafter ratify the aforesaid principal convention. The 
privilege of freedom of postage is likewise granted by the Nicaraguan 
administration to the correspondence of the members of the diplomatic 
corps of the United States stationed in Nicaragua. 


TRAFFIC BY PROVINCES 


The Trafic World Ottawa Bureau 


Figures have been brought down in Parliament showing the 
monthly percentages of freight traffic originated in the various 
provinces of Canada in 1923 and 1924. The figures appear to 
show that the claim put forth that the western provinces are 
the chief freight originating territory of the railways of Canada 
is open to question. The year 1923, which was most favorable, 
from the western point of view, owing to the large crop there, 
shows that, for the last four months of the year, Ontario pro- 
duced a much greater proportion of business than Saskatche- 
wan, which produced about 60 per cent of the wheat crop of 
that year. 

In 1923, the months of September, October, November and 
December produced, respectively, 9.25, 12.30, 11.32, and 9.23 per 
cent of the business on the Canadian National. In September, 
Ontario’s percentage of freight was 3.99; October, 4.50; No- 
vember, 3.38; and December, 2.99. In the same month Sas- 
katchewan’s percentage was 1.07; October, 2.86; November, 
2.52; and December, 2.23. 

Alberta’s percentages were as follows: September, 60; 
October, 1.49; November, 1.86; December, 1.66. The percentage 
in this province in 1923 was also abnormal, owing to the heavy 
crop. 

Manitoba’s percentages of freight were: September, 85; 
October, 85; November, 64; and December, 46. 

In the remaining eight months of 1923, the percentages in 
the prairie provinces dropped way down. For Saskatchewan 
the percentage was .64; Manitoba, .44; Alberta, .55. In the 
same month the percentage in Ontario averaged 3.18. 

The revenue tonnages in 1923 bear out the above conclu- 
sions. The figures by provinces are as follows: Prince Edward 
Island, 95,263 tons; Nova Scotia, 1,636,230; New Brunswick, 
1,293,063; Quebec, 5,257,516; Ontario, 12,450,288; Manitoba, 1,990,- 
997; Saskatchewan, 4,212,239; Alberta, 3,052,929; British Colum- 
bia, 511,562, Out of a total tonnage of 30,501,087 tons, 12,450,288 
originated in Ontario. 

In 1924, when the western crop was only average, the figures 
are even more striking. The percentage of freight originated 
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in Ontario in September was 3.83; October, 4.77; November, 
3.67; December, 2.96. In Saskatchewan in the same months 
the percentages were: September, .36; October, 1.79; Novem- 
ber, 1.72; December, 1.12. In Alberta the percentages were, 
respectively: .68; 1.19; 1.74; 1.59; and in Manitoba: .69; 1.16; 
91; 46. 

In the first eight months of 1924 the averages for the prairie 
provinces were as follows: Manitoba, .44; Saskatchewan, .91; 
Alberta, .94, while in Ontario it was 2.87. In British Columbia, 
the originating traffic on the Canadian National is small. In 
1923 and 1924 the monthly average was only about .14—much 
smaller than for the Canadian Pacific, the figures for which 
were not asked for and were not given. In this year the tons 
of revenue freight loaded in the different provinces were as 
follows: Prince Edward Island, 112,375; Nova Scotia, 1,382,100; 
New Brunswick, 1,269,153; Quebec, 5,317,859; Ontario, 11,545,- 
358; Manitoba, 1,987,318; Saskatchewan, 3,619,236; Alberta, 
3,741,893; British Columbia, 496,727. Out of a total of 29,472, 
019 at all stations, 11,545,358 was in Ontario. 


CANADIAN CAR LOADING 


Car loadings in Canada for the week ending March 28 ag- 
gregated 52,523 cars, showing a decrease of 1,328 from the pre- 
vious wek. Lumber increased 567 cars, pulpwood decreased 
258 cars, and other forest products fell off 474 cars. Merchan- 
dise increased 278 cars and miscellaneous freight decreased 
351 cars. Compared with the corresponding week last year the 
decrease was 5,404 cars, of which coal accounted for 3,626 cars 
and pulpwood 1,250 cars. The mining strike in Nova Scotia ac- 
counts for the decrease in coal. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 


r—For the Week Ended—, 
Mar. 28 Mar. 21 Mar. 29 






































Commodity 1925 1925 1924 
Grain and Grain Products.....ccccsccssees 2,157 2,209 2,115 
Live Stock......... COCCeeR SC EO ee eccccceccee§ 1,108 1,080 1,146 
CORE é déecee secccccooereereeeeesesees seccooe 1,942 1,829 4,348 
COME ccbccccoceseeceecvees errr r eer eT 231 221 172 
EE... Uv Gewuwes lesiareasieessecesinge avecee —tpaee 2,309 3,064 
PUlpWOEE .iccvcccocccesccccecece coveceseee Sane 3,784 4,766 
Pulp and Paper 1,999 1,922 q 
Other Forest Products.....cccccccce oesee. Se 1,676 1,490 
RE ae er rT 602 752 624 
Merchandise, Le. Cy. Li... .cicccccccccccccces 11,715 11,423 11,675 
DINGO. Sacccinceiecresecvecccteness - 8,834 9,334 9,881 

Petal Cate TOROS. 650. cicescceccses oo 86,771 36,539 41,360 

Total Cars Rec’d from Connections.. 31,943 31,331 34,353 

WESTERN CANADA 

Grain and Grain Products............6. e+ 4,793 4,734 4,300 
Live StOCK..ccccccccccccccccscecs eccccce ee 1,304 1,208 1,253 
CEG vsccesiceceocessoceevces tec eerewewene « 1,289 ,900 1,909 
CE ik hie SCR VR NHK KedcOreRsoeeReseoebemen 39 85 
BMD acco cetecieresectereccscocsews eee 862 724 1,017 
PulpwO0d .nccccccccccccccccccccccccccccces 304 266 
PUD GRE PRN oc cccccccccccecccccscvcce ee 131 176 126 
Other Forest Products......c..ccccccce oo tae 1,880 1,524 
eee adeveneuuenseseresccusess eee 517 540 560 
eiencuameee, Be Cy Drescccccccccvcccnccess 3,691 3,705 3,494 
ee ,297 2,148 2,023 

Total Cars Loaded...........e. cocccee 16,746 17,312 16,567 

Total Cars Rec’d from Connections.. 2,592 2,334 2,854 

TOTAL FOR CANADA 

Grain and Grain Products.........ce-eees 6,950 6,943 6,415 
BE GE ieenersciedekosadenyes veseusoes. . Sane 2,288 2,399 
RE coeds Obst 465 548Gb Se ers ewers te mecueehe ,631 3,729 6,25 
BE audi ob 6 ob ckccswecnwvheesee bduedewesione 270 
PE «ccna cee svn wee et Rib sew beweeeemeee « 8,600 3,033 4,081 
DL. a ntdveercecuserstasedende ecceces S,0ne 4,050 5,042 
ES I cen wamaceeucacecenewce soos. weno 2,098 2,205 
Other Forest Products.........cesee. ecooe 3,082 3,556 3,014 
ETT CCC OE COTTE Oe ee 1,292 1,184 
a A ee. 15,406 15,128 15,169 
Miscellaneous ........ autia Use Valaoeeaol . tae 11,482 11,904 

Total Cars Loaded.........sscesseeee 52,523 63,851 —«*57,927 

Total Cars Rec’d from Connections.. 34,535 33,665 37,207 

CUMULATIVE TOTALS TO DATE 
1925 

Grain and Grain Products.......cccccscces 84,386 104,425 
BD Ca dint cvwcvieniecene saucwscasuwiceee™ 29,265 27,782 
MEE Gokecaecates a cova noes viet ae cnewmeneeee e 68,786 64,409 
EE Siisch'nic.tine. cows eqe das bel mesecweege eae aes 4,133 % 
ans snes week cgaia@ewueee- espace eer ele 37,503 42,424 
IIE <n. cbdetsetidensavseceetaseeeous eee 52,690 52,387 
PO cc ccccescescrtrcscesuewe 27,640 28,345 
GCEnSF POPSSe Progucts, oc ccccicccccocs oe 42,821 40,697 
Se, SS ee oe ee vetevee 15,082 12,116 
ee Se eres 180,556 165,027 
INE oo 5 ich eaeden dae bes eccwivad 128,827 135,251 

es COPE TMOG, . s.0 0c cvenkcvontaaes 671,689 676,304 

Total Cars Rec’d from Connections.. 433,263 454,243 


APPEAL IS ALLOWED 


Railway executives say that the Canadian railway act will 
have to be revised as a result of an allowance by the judicial 
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10S. STOCKTON TRANSFER CO. 


WORLD WID 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





FREIGHT SERVICE 


FREQUENT an PROMPT FORWARDING 
SHIPS 1,165,441 TONS 





PHILADELPHIA, PA. 








Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


53 Years’ Experience 
International Mercantile Marine Company 
White Star Line American Line « Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
A. C. FETTEROLF, Freight Traffic}[Manager 
ET + No. 1 Broadway, New York City 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Dis tribution 


New York Central Si ling 
Ditisetesenateye| Neg a ble 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Commins, Fireproof, Low Insurance. General Merchandise Storage. 
Private Track Nickel Plate R.R. Pool Car Distribution. 
Write Us Your Requirements. 













Serving New York 
and Pennsylvania F rom t he Hi ub 
Elmira is the natural distributing center for these two densely 
populated States which have a great buying-power 
rved by E sae eng ete oo ennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





GRAND RAPIDS, MICH. 


Most Up-to-Date nn 
in Michigan 


rete Construction. 
Absolutely 1 Fire: Risk. 
Lowest Warehouse Insurance Rate in State. 
“oe Capacity, 25 Cars. 
Latest and Best me nin for Handling. 


General Merchandise Storage 






Collateral 


Any bank will accept our 
Warehouse Receipts as Security 










We Sell Space and Service 
The Los Angeles Warehouse Co. 


LOS ANGELES, CALIFORNIA 


Do not confuse us with the Transfer Company of similar name 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 





Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 

We Operate Our Own Truck Equipment. 
Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency’’ 


KENT ENT STORAGE COMPANY | 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: 












GRAND RAPIDS, MICH. 
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committee of the Privy Council, of the appeal made by Aristide 
Ouellette, a laborer, for decisions involving damages against 
the Canadian Pacific for the death of his two children in a 
crossing accident. Ouellette was driving a lorry across the 
tracks when two engines traveling backward struck his vehicle, 
killing the two children. 

The Canadian Pacific contended that the two engines did 
not constitute a train, in the meaning of the act, and that, 
therefore, it was not necessary to have placed a man on that 
part of the engine heading it while in reverse movement. The 
court said it could not agree that two engines did not consti- 
tute a train and also cited the provisions of the act requiring 
a road to station a man at the front part of a train not headed 
by an engine. 

It is the opinion of railroad men that, under such an in- 
terpretation, every shunting engine would have to be manned 
by an extra guard when the engine is compelled to run in 
reverse, and to avoid such unnecessary additions to the crews, 
some change will have to be made in the act. 


C. P.-C. N. MERGER URGED 


The Trafic World Ottawa Bureau 


The advisability of consolidating the Canadian Pacific with 
the Canadian National as the solution of the Dominion’s trans- 
portation problem was urged by W. F. McLean, member for 
Toronto, speaking in Parliament. He said the main weakness 
of the Canadian Pacific was that its stock was owned outside 
of Canada and that, through stock exchange operations, control 
of the road might pass at any time into the hands of a road 
in the United States. 

On the matter of consolidation, he had much to say with 
regard to what was being done along that line in the United 
States. He referred to it as a part of the fixed policy of the 
Coolidge administration and said the work of consolidating 
a - vara there into eight regional systems was almost com- 
pleted. 

His proposal for mergers in Canada provide for consoli- 
dating the Canadian Pacific with the Canadian National, in- 
volving such rerouting of main lines and branches as might 
be dictated by consideration of better grades, mountain passes, 
tunnels, etc.; the consolidation of telegraph, cartage and ex- 
press services; the eliminating of unnecessary trackage, 
bridges, tunnels, stations, tanks and plants; the elimination of 
unnecessary executives and officers, together with the expenses 
of maintaining their headquarters; the elimination of unnec- 
essary equipment and of unnecessary printing and advertising 
charges. His plan would provide for giving pensions or half- 
pay to men let out by reason of the mergers, and for a better 
system of pensions generally. 


His remarks with regard to the attitude of the Canadian 
Pacific toward the government, and his plan for handling the 
purchase of the road, are as follows: 


The Canadian Pacific has been generously treated by the Can- 
adian people and Parliament in the way of legislation, charters, plans, 
surveys, money subsidies, land grants, rights of way, exemptions of 
many kinds, and protection by a fair and just railway commission 
maintained at the public expense; yet this great beneficiary and 
ward of the nation, notwithstanding its enterprise and devotion to 
the work and service called for in its franchises and contracts, has 
at times shown a spirit of ingratitude and, at other times, developed 
an attitude that the Canadian Pacific was more than the nation 
and the Parliament which had created it; and it even now enjoys or 
thinks it enjoys a free hand to crush out or interfere with any right 
of the nation to engage in public ownership in the way of trans- 
portation and other services—in a word, that the created company 
is greater than its creator, the nation. : 

There may be a wise time to sell a successful privately owned 
railway property, especially if, in the near future, the traffic were 
limited to long hauls of freight by land and sea; and if the Canadian 
Pacific should determine to sell, a commission of three men made 
up of the presidents of the Canadian Pacific, Canadian Nati al, and 
one other arbitrator ought to be able to fix a fair amoun r the 


consideration of Parliament as compensation for the Canadian Pacific 
shareholders for the transfer of all their services and assets to the 
Canadian National Railways. ; 


* 





CANADIAN OPERATING STATISTICS \ 


The statement of operating revenues and expenses of Cand. 
dian railways for January, 1925, shows a decrease in gross reve-\ 


nues of $2,969,469, or 8.9 per cent. Freight traffic continued \ 


lighter than last year by 14.3 per cent, and passenger traffic 
by 5 per cent. Operating expenses were reduced by $2,721,978, 
or 8.6 per cent, and net operating revenues by $247,490. Re- 
duction in the payroll was $1,102,074, or 5.8 per cent, for a 
decrease in the average number of employes of 7,795, or 5.2 
per cent. Average receipts per ton-mile showed an increase 
of 5 per cent, or from .967 to 1.017 cents, which more than 
offset the lighter loading per train, and increased the average 
revenue per freight train mile from $4.55 to $4.61. 

Canadian National Railways showed an operating deficit 
of $126,982, the first deficit since June, 1924. In January, 1923, 
the deficit was $963,137; in January, 1922, $1,853,798; and in 
January, 1924, there was a surplus of $16,989. Freight traffic 
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was lighter than last year by 9.3 per cent and passenger traff; 
by 3.4 per cent. The main factor in the lighter freight move. 
ment was the big drop in the grain traffic to the head of the 
lakes, it being 37 per cent of the January, 1924, movement anj 
under 36 per cent of that of January, 1923. 

Gross revenues fell off $1,444,582, or 9.3 per cent, and op 
erating expenses were reduced by $1,300,610, or 8.4 per cent, 
increasing the operating ratio from 99.89 to 100.90 per cent. 
For the entire system, including the lines in the United States 
a net operating revenue was earned of $272,802, as against 
$449,416 in January, 1924. 

On the Canadian Pacific, also, freight traffic declined, be. 
ing 29 per cent less than for December and 23 per cent leg 
than January, 1924. The number of passengers carried showed 
a small increase over January, 1924, but passenger miles were 
less and revenues from both freight and passenger traffic 
showed material decreases. The decrease in gross revenues 
was $1,383,482, or 10.6 per cent, while the reduction in oper. 
ating expenses was $1,212,186, or 9.8 per cent, producing a 
decrease in the net operating revenues of $171,296, and a small 
increase in the operating ratio. 

The number of employes increased over December by 1,420, 
but was less than for January, 1924, by 2,656, with the payroll 
reduced by $507,026, or 7.2 per cent. Average revenue per top- 
mile was higher by 12 per cent, due to a smaller percentage 
of traffic in grain, which was also a factor in the decrease of 
29.2 per cent in empty car mileage, as against a decrease of 
only 14.9 per cent in freight train miles. Revenues per freight 
train mile were higher by 9 cents, but passenger train revenues 
per train mile were smaller by 16 cents. 


OCEAN FREIGHT INQUIRY 


The Trafic World Ottawa Bureau 


The first meeting of the special parliamentary committee 
to investigate the alleged combine and control of ocean freight 
rates was held this week, proceedings being confined to the 
procedure to be adopted. The committee is composed of fifteen 
members, made up of the three parties in the House. The op 
position members on the committee were anxious to have Mr. 
Preston, who prepared the report charging a combine, put on 
the stand first, but government counsel, Mr. Symington, said 
the committee should first have the facts regarding the ship- 
ping conference before it. Mr. Preston had not had access to 
the private documents, earnings, etc., of the conference and 
could not give that side of the case. He understood the ship- 
ping men were willing to make complete disclosures regarding 
the operations of the North Atlantic Conference, and the nature 
of the conference was the first thing to determine. 

Mr. Symington stated the nature of the evidence he ex- 
pected or desired to get from the shipping men. It included 
minutes of practically all the minutes of conference meetings, 
records of votes taken, revenue manifests, copies of tariffs, and 
operating contracts with transportation companies. Sir Henry 
Drayton suggested that particular attention be given to the 
reports of the International Mercantile Marine for 1913 and 
subsequent years. Typical voyage books should be selected to 
find out approximately what it cost to operate a voyage. 

Mr. Atwater, representing the steamship lines, said they 
had understood that Mr. Preston would be examined before 
the shipping men. The first attack made on them had been 
in his report. Sweeping charges had been made and broadcast 
all over the world, he said, and the shipping companies should 
have a chance to examine him and find out on what he based 
his charges. It would take considerable time to produce all 
the documents Mr. Symington had asked for, and the examina 
tion of Mr. Preston should not be deferred. The information 
asked for would be produced as soon as possible, but some 
of the documents might have to be brought across the Atlantic. 


The chairman directed that the shipping companies produce’ 


all the documents available and get the others as soon ; 
possible. There were many shipping men from both sides . 
the Atlantic now in Canada prepared to give evidence, — 
ing the secretary of the British Shipping Board of Trade. he 
said there would be ample time to examine Mr. Preston la ot 
The next meeting of the committee will be held on April !!: 


CANADIAN NATIONAL SALARIES 


Mr. Doucett, who represents a constituency in New Bruns 
wick where the railway vote is heavy, has been calling the 
attention of Parliament to the personnel and salary list of the 
Canadian National. Pointing out that there had been a reduc: 
tion of 5,988 railway employes between the years 1923 and 
1924, he wanted to know how many of these were officials and 
how many ordinary employes. “Every time in the last two 


sessions,” he said, “we have asked for information in connec 
tion with officials, knowing as we did that they are constantly 
adding high-salaried officials to the staff of the Canadian Na 
tional while at the same time decreasing the number of employes 
in overalls, we have met with the answer that it is not in the 
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DETROIT 


veniently lo~ 
cated down- 
town, offer you 
tions of reut ; 
ons of grea 
opiiedis at 
reason- 
able vate eee 


MADISON AVE. WEAR 
GRAND CIRCUS PARK 


OMAHA, U.S.A. 


The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 


Building 


Negotiable 


Warehouse Receipts 


Houston Oil Terminal Bonded 
Warehouse Receipts for Oil in 
Storage are highly regarded 
and easily negotiable through 
your banker. 


Every protection given your oil 
in storage and every modern 
facility to assure economy in 
handling. 


For details address 


The Houston Oil Terminal 


Chronicle Company Houston, 





A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


Texas 
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public interest that that information be given to the public. 
Why not? Do the government or the railways fear that if they 
give the salary of one man as $25,000 the Canadian Pacific or 
the American railways would come in and try to get him at an 
increase in salary? I doubt if any American railways would 


dream of offering any increase in the present salaries of the 


Officials, because they are getting the highest salaries going.” 


7 


MILEAGE SCALE ON STONEDUST 
On application of the Canadian Freight Association for an 
order amending General Order No. 364, of May 23, 1922, the 
Board of Railway Commissioners for Canada has established a 
new mileage scale on gricultural limestone, or stonedust, east 
of Port Arthur, Fort William, and Armstrong, in lieu of the 
specific commodity rates or mileage scale then in effect. The 
scale is as follows (rates in cents per 100 pounds): 


Miles % Miles % 

Me QUE (icstabenesdcckcoscns 5 Over 200 not over 250...... 11 
Over 10 not over 20...... 5% $$Over 250 not over 300...... 12 
Over 20 not over 30...... 6 Over 300 not over 400...... 14 
Over 30 not over 40...... 6% Over 400 not over 600...... 16 
Over 40 notover 50...... 7 Over 500 not over 600...... 18 
Over 50 not over 60...... 7% Over 600 not over 700...... 20 
Over 60 not over 70...... 8 Over 700 not over 800...... 22 
Over 70 not over 80...... 8% Over 800 not over 900...... 24 
Over 80 not over 90...... 9 Over 900 not over 1000...... 26 
Over 90 not over 100...... 944 Over 1000 not over 1100...... 28 
Over 100 not over 150...... 10 Over 1100 not over 1200...... 30 
Over 150 not over 200...... 10% 


RAILROADS IN QUEBEC 

Premier Taschereau, of Quebec, has made it clear that 
everything that province can do to prevent the government- 
owned railway of Ontario from extending into Quebec will be 
done. This line, the Temiscaming and Northern Ontario, has 
called for tenders for a branch into the Abitibi region, so as 
to secure the benefit of the mineral development going on in 
that district of Quebec province. The Ontario government 
desires to extend one of its subsidiary lines, the Nipissing 
Central into Quebec. This line hag a federal charter, but it 
needs a right of way through forest areas held by a private 
company on lease from Quebec. This, Quebec has refused to 
grant, its policy being that traffic which develops in new areas 
being built up by colonization effected by large expenditures 
of provincial money should not be diverted from Montreal and 
Quebec to Toronto. That the Quebec government is anxious 
to have ample railway facilities in the regions concerned is 
‘shown by the fact that it has just passed two bills for the 
building of railways in the Abitibi region, both Quebec projects. 


CANADA-WEST INDIES SERVICE 


A proposal for the Canadian government to build and add 
to the merchant marine six ships with a speed of 15 knots 
and with accommodation for 230 passengers, with cold storage 
facilities and modern equipment for handling fruit, has been 
made by H. J. Logan, M. P., who was sent to the West Indies 
to investigate the possibilities of expanding trade there. In 
reporting what he found and in making the proposal, he said 
the present service between Canada and the West Indies was 
unsatisfactory, especially in the combined passenger and freight 
boats. He said there was an annual loss to the government 
of about $465,000 and that the government wag continually 
breaking the terms of the trade treaty with the West Indies. 
The treaty, he said, provided for fortnightly service, but that 
not more than one ship was run every three weeks. 


SHIPPER RESPONSIBLE 


With regard to an application by the residents of Hendon, 
Saskatchewan, and surrounding territory to have the Canadian 
Pacific made responsible for goods or freight as soon as the 
read receives it, and to have train conductors sign bills ot 
lading at Hendon station on receipt of freight, the road said 
that conductors were instructed to carry the bill of lading to 
the first regular agency, have it signed and then returned di- 
rect to shipper by registered letter, or sent to the consignee. 

The Board of Railway Commissioners for Canada cited the 
standard bulk grain bill of lading, which says that bulk grain 
shipped from a station where there is no duly authorized agent 
shall be at the risk of the owner until a bill of lading is issued 
by the carrier. The board added that the usual and proper 
practice, where there was no agent, was for the conductor tc 
take the bill of lading to the first agency and have it signed 


RATE ON DIVERTED SHIPMENT 


An application of the Prince Albert, Saskatchewan, Board 
of Trade for a rate on diverted shipments based on mileage, 
or, in other words, a through rate plus diversion charges, has 
been informally ruled against by the Board of Railway Com- 
missioners for Canada. The board cited the regulations of the 
tariffs of the western railways to the effect that no change 
of destination of cars in transit would be permitted unless the 
request was accompanied by the original bill of lading, with 
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proper evidence that diversion was required, owing to the cop. 
signee’s refusal to accept shipment or due to error in consign. 
ing. When a change of destination of carload freight in transi 
was requested under the aforementioned circumstances, th. 
board said that an additional $3 a car would be charged fo 
such services in addition to the current freight rate in effeg 
from shipping point to ultimate destination. 


NEW CONSTRUCTION IN CANADA 


The New Brunswick legislature has granted a charter to 
the Nepisiguit Railway Company for construction of a line ey. 
tending from the present Northern New Brunswick and Seaboar 
Railway, in Gloucester county, across the province, via the 
Nepisiguit and Tobique valleys. The project is understood to 


be in connection with the development of extensive hardwood 
areas. 


MILEAGE TARIFF APPROVED 


The Board of Railway Commissioners for Canada has ap. 
proved the Montreal and Southern Counties Railway standari 
freight mileage tariff, C. R. C. No. 56. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific-for the ten days 
ended March 31 were $3,998,000—a decrease, compared with the 
same period last year, of $498,000. Earnings of the Canadian 
National were $5,675,122, a decrease of $736,461. 


COAL CASE CONFERENCE 


The Trafic World Washington Bureon 


The Commission sent the following letter to interested 
parties announcing a conference April 10 on rates on coal from 
Indiana and Illinois to points in western trunk line and central 
territories: 

Revised rates on bituminous coal from Illinois, Indiana, etc., 
to various points in western trunk line and central territories 
were published to become effective February 19 and later dates, 
but were suspended by the Commission in L & S. 2346, in which 
proceeding no hearing has yet been held. There are also pending 
before the Commission several formal complaints involving rates 
on coal in the same general territory and in addition the Com- 
mission has before it a petition that a general investigation of 
rates on coal to western trunk line destinations be instituted. 

It has been thought that possibly a conference of shippers 
and carriers with respect to the rates in issue may result in some 
adjustment of the rates under suspension to an extent which 
will make it possible for the Commission to vacate the order of 
suspension and permit the new rates to become effective without 
hearing, and possibly also to remove the cause of complaint in 
some of the formal proceedings as to which hearing has not been 


held, to an extent which may justify the petitioners in withdraw- 
ing their claims. : , 
Accordingly, such a conference is hereby called for Friday, 
April 10, 1925, at 10 o’clock a. m., at the offices of the Interstate 
Commerce Commission, Board of Suspension, Room 403, at Wash- 
ington, D. C. All interested shippers and carriers are invited to 
attend and it is hoped that all intereses will be present in order 
to facilitate the possibility of an agreement reasonably satisfac- 
tory to all interests. This notice is — mailed to all parties 
to I. & S. 2346, and all persons receiving such notice are requested to 
advise any others known to be interested. 


The Commission’s call was answered by a large number of 
shippers and carriers, but the promise of success, after three 
or four hours of discussion, was small, although there was no 
thought of admitting the situation to be beyond solution. Mine 
operators in Illinois and Indiana and consumers of coal in east- 
ern Iowa and southern and central Wisconsin pointedly objected 
to increases that the carriers claimed were forced by the Com- 
mission’s decision in the northwestern coal dock case. 


COST OF RAILROAD FUEL 


Class I railroads, exclusive of switching and terminal com- 
panies and of fuel for switching locomotives, spent $31,263,075 
for coal and fuel oil in January, as compared with $35,276,977 in 
January, 1924, according to statistics compiled by the Bureau 
of Statistics of the Commission on fuel for road locomotives in 
freight and passenger train service. Publication of such statis 
tics has just been started by the Commission in the form of 4 
monthly statement. 

Net tons of coal consumed amounted to 9,209,561 in Janu- 
ary, as compared with 9,436,057 in January, 1924. The average 
cost per ton, for the United States as a whole, on the basis of 
invoice price plus freight charges, was $2.82 in January, as com- 
pared with $3.25 in January, 1924. The total cost of coal was 
$25,932,394 in January, as compared with $30,638,038 in Janu- 
ary, 1924. 

Fuel oil consumed in January totaled 185,824,775 gallons, as 
compared with 188,824,775 gallons in January, 1924. The cost 
per gallon, for the United States as ‘a whole, averaged 2.87 cents 
in January, as compared with 2.46 cents in January, 1924. The 
total cost of fuel oil in January was $5,330,681, as compared witb 
$4,638,939 in January, 1924. 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Fee eT ae rand Shen Gil Bom ts ah, Sees, Hew 

Indies, for Transshipment at San 
Mie on shticsst tg 
Rico, West Indies, Central America, South America, Europe. 

Rates quoted, bookings and other information furnished upon application 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & my hd Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. Now York City 


TRANSMARINE LINES 
Regularly Maintained WEEKLY Service 
Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


Port Newark Term General Offices 
Wdsieos sae yl 5 Nassau St., New York & City 
Telephone Rector 0020 


General Agencies: 
oC a Sertent, Bin oy ey a 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Pa Baltimere and — te Les Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 
NEW YORK 







ose reer eee eevee 


lading issued for transshipment at San Franeisce 
to Houalinn Solent, Chinn, Janene ead te hee meee 


EASTBOUND SAILINGS 
FRANCISCO L 






ee vo ess ee © 
ere erereeereeeeeves 


assenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Litera < Corinto, Canal Zone, Havana (Eastbound). 


Fares to Les Angeles or San > stn or Class, $250, $27@ and $300 


PANAMA SERVICE 
Between San Francisce, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CORINTO sails from San Francisco April 14 
S.S. CITY OF PANAMA sails from San Francisco April 23 


PACIFIC MAIL 5.5. COMPANY 


10 Hanover Square, 608 California St., San Francisce 
605 gay Bldg., Los ne Calif. 


os md L ccliesenewemeatl -Hoge Bidg. 
Baltim ee - Equi table Bldg. 

Pittsburgh, 410 ‘state Theatre Bldg. 
Philadelphia..... 240 Bourse Bldg. 















‘Wilmington ,Del., Marine Terminal 
Norfolk, Southgate Fwd. & Stge.Co. 
Chicago Keowd La Salle St. 

Cincinnati......... y hd. Bidg. 









Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far 
For rates, dates of sailing and other information app! 
WILLIAMS STEAMSHIP CO., Inc. 
“ane = Water Streets, New York, Sahat Srctas Qeeatibe 


Hse South Ses, Dees lig, ‘Oliver Bldg 3 So, Dearborn St 


eg. 1. We at ports of 
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Personal Notes | 
_ —_— areca 


E. A. Jack, traffic manager of the Aluminum Company of 
America since 1920, has ben made general traffic manager of 
the organization 
and its subsidi- 
aries, the Alton 
& Southern, the 
Bauxite & North- 
ern, the Massena 
Terminal Rail- 
road and the St. 
Louis & Ohio 
River Railroad. 
He entered the 
transportation 
‘field in 1893 as 
office boy with 
the Norfolk & 
Southern, remain- 
ing with that 
road until the 
outbreak of the 
Spanish Ameri- 
can war, when he 
enlisted in the 
en gineering 
forces. From 1899 
until 1920 he was 
in the service of 
the Terminal 
Railroad Associa- 
tion, of St. Louis, 
first as clerk and 
secretary in the 
local office, then 
as chief clerk of 
the traffic depart- 
ment. In 1910 he 
was made freight claim agent and later chief clerk and ter- 


minal manager, an office that he held during the period of 
federal control. 


== . <= = 4 
f\ 

i 

Rowers are: 
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Julius Kruttschnitt, chairman of the executive committee 
of the board of directors of the Southern Pacific, has announced 
his retirement, effective May 31. Henry W. De Forest, finan- 
cial representative of the road since 1913, has been appointed 
to succeed Mr. Kruttschnitt as chairman of the executive com- 
mittee and the board and William Sproule, president, will as- 
sume actual supervision of all operations. L. D. McDonald, 
vice-president and controller, has been made vice-chairman of 
the board; Hugh Neill, secretary, has been made vice-president 
and secretary; Paul Shoup has been appointed executive vice- 
president in charge of management and operations in the west; 
T. M. Schumacher, former president of the El Paso & South- 
western, has been made vice-president in charge of traffic at 
Chicago; L. J. Spence, director of traffic, has been made ex- 
ecutive officer in charge of the Southern Pacific Steamship 
Lines; G. W. Mulks has been made controller and A. K. Van- 
devanter, treasurer. 

Robert R. Seeds has been appointed general agent, freight 
department, of the Rock Island at Phoenix, Ariz. 

R. T. Boteler has been appointed general agent of the 
Louisiana & Arkansas at Detroit. 


A. P. Fowler has been made traveling freight and passenger 
agent of the Mississippi Central at Hattiesburg, Miss. 

T. L. Roberts has been appointed special representative 
of the general manager of the Santa Fe coast lines at Los 
Angeles. 

W. T. Lyman has been made assistant freight traffic man- 
ager of the Wabash at St. Louis. 

George M. Crowson has been appointed assistant to the 
vice-president of the Illinois Central. He entered the service 
of the road five years ago as a member of the staff of the 
late H. B. Hull, then general claim agent, and in 1921 he 
was made editor of the Illinois Central magazine a position 
he held until this appointment. 

U. E. McFarland has been appointed manager of traffic and 
purchases of the Illinois Glass Company at Alton, IIl., succeed- 
ing J. B. Hayes, who has been made manager of the Thompson 
plant at Gas City, Ind. C. G. Bensinger has been made traffic 
and purchases representative at Chicago, and J. Larson has 
been appointed assistant to Mr. McFarland at Alton. 

E. C. Roxbury has been made general agent of the Kansas 
City Southern at Joplin, Mo. E. J. Glaeser has been appointed 
general agent at Detroit. W. B. Crocker has been appointed 
soliciting freight agent at Shreveport, La. 
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J. Q. Brantly has been appointed traveling freight agent 
of the Central of Georgia at Jacksonville, Fla. 

Cyrus A. Anderson has been made general agent of the 
Missouri & North Arkansas at San Francisco. 

W. H. Lyons, traffic manager, has been made assistant 
sales manager in the railway sales department of the Peaslee. 
Gaulbert Company, Louisville, Ky. C. C. Miller has been ap. 
pointed traffic manager. 

H. A. Scandrett, commerce and valuation counsel of the 
Union Pacific, has been made vice-president of the system. 

James Talbert, of the legal department of the Shipping 
Board, has resigned to engage in the pratice of law. He was T 
designated by the board to have charge of the preparation of 
data called for by the House select committee that investigated 
the board and Fleet Corporation. 


DOINGS OF THE TRAFFIC CLUBS fH , ! 


The Traffic Club of New England will meet at the Copley. 








e! 
Plaza April 16. Following dinner, Edward P. Tuttle, vice. pas 
president Atlas Shoe Company, will speak on “Commercial I 
Crime,” and George W. Denyen on “Stories, Old and New.” | og 
The Indianapolis Traffic Club will hold its “Western Lines 4 
Night” April 30, at the Claypool Hotel. Guests and speakers depa 
will be W. G. Bierd, president the C. & A.; H. E. Byram, former 
president and now one of the receivers of the C., M. & St. P.; 
W. H. Bremner, the M. & St. L.; W. H. Finley, president the Sam 
Cc. & N. W.; J. E. Gorman, president the Rock Island, and C. T. 
Jaffray, president the Soo Line. A golf tournament will be held 
the same day and automobile tours will be conducted for the 
members and guests. Delegates to the spring meeting of the 
N. I. T. L., April 29 and 30, have been invited to attend the 732 
dinner. 
The Traffic Club of Philadelphia will hold its “Sesqui- 
Centennial Night” at the Bellvue-Stratford Hotel April 13. w.J 


David C. Collier, director-general of the Sesqui-Centennial Ex- 
hibition Association, and Ernest T. Trigg, chairman of the ex- 
ecutive committee, will be the speakers. The club will hold 
its regular luncheon April 27. 


Send 





The Traffic Club of Sioux City will hold its annual dinner 
at the Chamber of Commerce May 6. Senator Cummins of Iowa 


will be the speaker. The club’s annual election will be held 
April 22. 








The Traffic Club of St. Louis held a luncheon and meeting 
April 6. Congressman L. C. Dyer spoke on “Trade With China.” 
The club will hold its election and dinner April 28. 





The Transportation Club of St. Paul held a luncheon and 
meeting April 7. W. L. West, secretary of the West Publishing 
Company, spoke on “Effects of Restricted Emmigration.” 

The Traffic Club of Minneapolis met at the Nicollet Hotel 
April 9 for its “Great Northern Day.” G. R. Martin, vice-presi- 
dent of the road, spoke on “The Transportation Act.” 





The Traffic Club of Memphis met at luncheon at the Hotel 
Gayoso April 6. 





The Traffic Club of Newark held its “Past Presidents’ Night” 
at the Chamber of Commerce Building April 6. Members of the 
club attended the Civic Club’s Special Luncheon April 1. 





The York Traffic Club held a meeting April 9. J.B. Sweeny, 
feright traffic manager Merchants & Miners Transportation 
Company, spoke on “Water Transportation.” 





The Traffic Club of Wichita held a luncheon and meeting 


April 9. A representative of the Boys’ Country Club of Wichita 
spoke. 





The Knoxville (Tenn.) Traffic Club held its first meeting, 
April 7, since the organization of the club. W. H. Wharton, 
assistant general freight agent of the N., C. & St. L., spoke of 
the value of co-operation between shipper and carrier to com- 
bat the evil of the political adventurer. He said the railroads 
would always have to be depended on for the transportation of 
goods over long hauls, even if some other form of carrier were 
able to win away from the roads that freight traveling short 
distances. The club will hold semi-monthly meetings in the 
future and will have its annual banquet in May. 








The Marion Traffic Club will meet at the Harding Hotel 
April 16. At this meeting the annual election will be held. 





The Traffic Club of Kansas City has announced the program 
for the banquet of the Associated Traffic Clubs of America April , 
16. The addresses of welcome will be by James McQueeny, 
president the Chamber of Commerce, and J. F. Holden, vice 
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Service that has satisfied the most exacting traffic 
representatives since 1908. 


The only publication of Freight Rates for shippers 
that covers both Class and Commodity Rates and 
makes reference to the tariffs from which the informa- 
tion is taken. 


A convenient record of rates issued in loose leaf 
form and served with a monthly distribution of revised 
pages covering changes. 
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Traffic Men—Increase 
















ce- 
ial Issued for the benefit of shippers who want to know 

their Freight Rates without the high cost of maintain- ¥ 

ing a file of Railroad tariffs. our ncomes! 
wi This service can be placed in your traffic or shipping 
T's department at a subscription cost of $30.00 per year. The loss to railroads and manufacturers, due to the improper crating 
ier < merchandise, runs pe the millions of dollars. Practically every dollar 
> of that loss is preventable. 

1 Take the matter of scientific packing. A well-known concern manufac- 
he oh ee ont Gem fom eee SS" turing Kitchen Cabinets—acting on the recommendation of its Traffic Man- 
ae ager—-worked out a plan for detaching the legs of the Cabinet and shipping 
ld the entire outfit in corrugated paper cartons. In a single year the total 
he 1 saving resulting from this change amounted to $136,000. 

“es W. J. HARTMAN, PUB. | i Mg Finny — your firm or in your field which would justify 
he $ | La Salle-trained Traffic men are everywhere demonstrating this ability. 
732 Federal Street - Chicago, U. S. A. Their advancement is rapid—but no more rapid than yours can be if you 

will acquire the necessary training. 

: La Salle home-study courses in Traffic Management are under the di- 
ui- Attach to Your Letter Head and Return. rection of a Traffic Advisory Council composed of 150 prominent traffic 
13. W. J. HARTMAN, PUBLISHER men, headed by C. \O. Frisbie, former Traffic Manager of Armour & Co., 
Ny. 732 Federal St., Chibago former president of the Illinois Tunnel Company, former president of the 
ae Send sample pages and endorsements of Hartman's Western Freight Rates Cornell Wood Products Company. 
~ ! Resident evening classes, if you prefer. 

) 


ee eee ee eee ee ee eee eee eee eee eee eee eee eee ee eee eee eee eee eee) 


A postcard or telephone call will bring you an interesting and valuable 
booklet outlining opportunities in the traffic field. Ask for it TODAY. 


LASALLE EXTENSION UNIVERSITY 


va Re pais hate ctintiinaaiiintoeianiniecisia Sele The World’s Largest Business Training Institution 
CO —$—$—$ CHICAGO 


“t| WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 





TO GET THINGS 
COMING YOUR 
WAY IT IS FIRST 
NECESSARY TO 
GO AFTER THEM 


aaa Gaaa 
Baad wanda 


1g 
ta 
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n, 
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Write us for information. 
s 
of 
re 
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P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 
(Measuring outside 45 inches wide, 57% inches high and 13 inches deep) 


, Chelithsintadiamaadh teenie SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 








964 THE TRAFFIC WORLD Vol. XXXV, No. 15 


president the Kansas City Southern. Speakers will be Governor to a rich agricultural territory in Hale, Floyd, and Briscoe 
Ben S. Paulen of Kansas and W. J. L. Banham, president of the counties, Tex. 

New York Board of Trade and Transportation. There will be a pe 

talk by Arthur F. Killick—“Fatty Lewis.” President C. W. Miller 

of the Kansas City Club will preside and the Rev. Paul Coleman STATEMENT OF OWNERSHIP 

of the Reformed Presbyterian Church will deliver the invocatien. 
The Alub held a luncheon and meeting April 7. Karl A. 
nigér, M. D., spoke on “Medical Aspects of Crime.” 






STATEMENT of the ownership, management, circulation, ete. 
required by the act of congress of August 24, 1912, of THE TRarry 
WORLD, published weekly at Chicago, Illinois, for April 1, 1925. 

State of Illinois) ss. 

County of Cook 
COLLEGES AND RAIL SECURITIES _ Before me, a notary public in and for the state and county afore. 
said, pected —* William C, big hyo —— been duly 

“a : * , sworn according to law, deposes and says that he is the treasurer 9 

Nearly 30 per cent of all the income ptarsree.! — \THE TRAFFIC WoRLD and the following is, to the best of his 
ments of the principal colleges, universities and technica schools knowledge and belief, a true statement of the ownership, manage. 
throughout the United States are invested in steam railway 


ment (and if a daily paper, the circulation), etc., of the aforesaiq 
stocks and bonds,” says the Bureau of Railway Economics in Publication for the date shown in the above caption 


Se i 


required bv the 
ae . Act of August 24, 1912, embodied in section 443, Postal Laws 
a statement continuing as follows: Regulations, printed on the reverse of this form, to wit: - 
, : . ; _1. That the names and addresses of the publisher. editor, man- 
This is shown by a tabulation made of replies received from aging editor, and business managers are: Publisher. The Traffic 
sixty-five of the foremost endowed colleges and other educational in- Service Corporation, 418 S. Market St., Chicago, Ill.; Editor, Henry 
stitutions of this country in response to a questionnaire recently sent 


J \ A. Palmer, 1244 Forest Ave., Evanston, Ill.; Managing Editor, none; 
to them by the Bureau of Railway Economics. Business Managers, Henry A. Palmer, 1244 Forest Ave., Evanston, II] 

The total book value of the productive investments of those 2. That the owners are The Traffic Service Corporation, Chicago, 
sixty-five institutions amounts to $531,696,687. Of that amount $148,-  Ill.; E. F. Hamm, Kenilworth, Ill.; Wm. Eastman, Evanston, IIl.; Wm. 
270,933 is invested in steam railway securities or 27.9 per cent of the CC, Tyler, La Grange, Ill.; C. J. Fellows, St. Paul, Minn. 
total. Investments in steam railway bonds by those sixty-five col- 3. That the known bondholders, mortgagees, and other security 
leges alone total $129,150,352, while investments in railway stocks holders owning or holding 1 per cent or more of total amount of 
amount to $19,120,581. — : ; bonds, mortgages, or other securities are: None. 

Leland Stanford University in California ranks first in the amount 4. That the two paragraphs next above, giving the names of the 
invested in railway securities. Of its total productive investment, owners, stockholders, and security holders, if any, contain not only 
$13,907,000 or 49.8 per cent represents investment in railway securi- the list of stockholders and security holders as they appear upon the 
ties. Harvard University with $13,681,396 or 31.8 per cent ranks books of the company but also, in cases where the stockholders or 
second and Yale, with $12,536,411 or 33.8 per cent invested in steam security holder appears upon the books of the company as trustee or 
railway securities, is third. Chicago University with $11,513,005 or in any other fiduciary relation, the name of the person or corporation 
29.8 cent is fourth and John Hopkins University with $10,156,904 or for whom such trustee is acting, is given; also that the said two 
53.8 per cent is fifth. ; paragraphs contain statements embracing affiant‘s full knowledge and 

A number of smaller schools have still larger percentages of belief as to the circumstances and conditions under which stock- 
railway investments, notably, Connecticut College for Women with holders and security holders who do not appear upon the books of the 
90.8 per cent, Catholic University of America with 89.3 per cent, Bar- 


‘ : company as trustees, hold stock and securities in a capacity other 
nard College with 81.9 per cent and Bryn Mawr with 60.7 per cent. than that of a bona fide owner; and this affiant has no reason to be- 
Of the $52,695,357 in productive investments that have been lieve that any other person, association, or corporation has any in- 
made by Columbia University, $8,966,550 or 17.0 per cent is in rail- terest direct or indirect in the said stock, bonds, or other securities 
road securities, while Massachusetts Institute of Technology has $5,- than as so stated by him. 
759,000 or 20.1 per cent and the University of Pennsylvania has $5,374,- WILLIAM C. TYLER 
013 or 37.9 per cent. . Princeton University has $7,437,040 or 51.3 Treasurer. 
per cent invested in steam railway securities. Sworn to and subscribed before me this 30th day of March, 199%, 
—— E. C. Flinn. 
ABANDONMENT APPLICATIONS (My commission expires July 20, 1926.) 


The Andalusia, Florida & Gulf Railway Company has ap 
plied to the Commission for authority to abandon its line from | 
Galliver, Fla., to Falco, Ala., a distance of approximately 25 


miles. The applicant said a lumber company at Falco would Digest of New Complaints | 
discontinue operations within the next few months and that licesnststieetinemceieniteninsviaiiatenteteiantiiiaiatabinnaediatmiatigeadll 


its output represented 85 to 90 per cent of the tonnage now 


‘ No, 15030, Sub. No. 1. Osc: bg i . nq ; 
aaadied toy the enetbenat. , Su ° scar Mayer & Co., Chicago, IIll., vs. New 


York Central et al. 


The Dallas, Cleburne & Southwestern Railway Company, Rates in violation of sections 1 and 3 of the act, on fresh meat, 


through D. M. Penn, receiver, has applied to the Commission i tae G ae ea ne en ee ee 
: ’ , 3 o to ew York, an rom adison, s., to New 

for authority to abandon its line of railroad between Cleburne York, alleges that rates attacked discriminate against complain- 

and Egan, Tex., a distance of approximately nine miles. The ant and favor complainant’s competitors at points in trunk line 

abandonment of line has been ordered by the federal court |. yo New England territories. 

for the northern district of Texas. 0. 15990. Sub. No. 1. 


» N Joint Council of the International Apple Ship- 
pers Association et al., Washington, D. C. vs. American Railway 
Express et al. 


Ch i lati i 

EXTENSION OF TRAIN SERVICE and vegetables by express’ from points in Oregon, "Wauslegion all 

s1., : aho to Pier and (or) Pier 21, North River, New York, N. Y., 

anne mnt ae ee SS when transferred by float or otherwise from Jersey City, N. J. 

a rity to exten S feight train operati : Asks cease and desist order, through routes and through service, 

Arkansas into and in the parishes of East Corroll, Madison and joint rates and charges not in excess of $3.83 per 100 pounds, and 

Tensas in Louisiana. The applicant said that in those parishes reparation. 

there were large bodies of standing timber and that it had No. 16542, Sub. No. 6. Hauser Packing Co. et al., Los Angeles, Cal, 

negotiated a written agreement with the Missouri Pacific for the Rates and charges in violation of secttons 1, 2, 3, 4, 6, and 

operation of its freight trains over the Missouri Pacific tracks. paragraph (3) of section 15 of the act, on hogs from points in 

The applicant also said it would operate over a private railroad — rages New Mexico and Kansas to Los Angeles, Cal. 

and also over a section of a proposed private railroad in order pore omd <r ween” order, just and reasonable joint through 
to afford transportation for the marketing of forest products wo, 46565. Sub. No. 1. _ 

icacs tes: ania. Pg ag > - 1. Lone Star Gas Co., Dallas, Tex., vs. A. B. 


Unreasonable rates on absorption. gasoline from Petrolia, Tex. | 


NEW ENGLAND CAR DEMURRAGE eile tell" aad sae and desist order, just and rea- 
The report of the New England Demurrage Commission No. 16605. Sub. No. 1. 


Blue Mountain Stone Co., Hagerstown, Md. | 
for February shows 221,019 cars reported, as against 227,472 “Saale ie sole or ae al. 

for February, 1924; an average detention of 1.52 days, as against Bek ciate fem Gate ee eeeaees of the ast. & 
A crushed slate from Slate Hill, Pa., to Mobile, Ala. Asks cease 

1.53 for February, 1924; 87.1 per cent of cars released in free and desist order and reasonable rates. 
time, as against 87.7 for February, 1924, and $89,509 demurrage pea Pet wf eH Coal Co. et al., Kansas City, Kan, | 

9 4 nterurban et al. 
assessed, as against $95,112 for February, 1924. Unreasonable rates on coal from mines in Arkansas, Kansas; 
— Missouri and Oklahoma to Kansas City, Mo.-Kan., Independence, 

CHANGE IN DOCKET Mo., and related points. Asks reparation. 


oO 
- No. 16665, Sub. No. 1. The Co-Operative Exchange et al., Arlington, 
Hearing in No. 16232, Diamond Coal Company vs. Monon- Kan., vs. Arkansas Valley athrwrben et al. 7 esi 
gahela Railway Company et al., assigned for April 8, at Fair- Rates in violation of section 1, 4 and 6 of the act, on coal and 
mont, W. Va., before Examiner Fuller, was canceled. coke from points in Colorado and New Mexico to points in Kansas 


and Nebraska. Asks cease and desist order, just and reasonable 
rates, and reparation. 


CONSTRUCTION OF LINE No. — by ie Drake Produce Co., Miami, Fla., vs, Florida 

The Pecos & Northern Texas Railway Company has applied Charges in violation of sections 1, 2, 8 and 4 of the act, oD 

for anthority to extend its line from Lider to Silverton, Texas, ey dead aden ceca ce Jacksonville, Fla. Asks cease 

a distance of approximately 30 miles. The applicant said its No, 16703. Sub. No. 3. Fitch & Wilkinson. Jacksonville, Fla. vs 

lines, for the most part, were leased to the Panhandle & eg i an pagy ; ‘ . i . 
~ $ Ss in e rs our sections o act, 

petit Ranger p mag ces dle geek Pony Bas canteen potatoes from points in Virginia to Jacksonville, Fla. ‘hake cease 


, and desist order, reasonable rates and reparation. 
& Santa Fe, which controls the companies involved. The ap- No. 16765, Sub. No. 4. 


Pig Ft . ton L. Chessman, Peru, Ind., vs. Montpeliet 
plicant said public convenience and necessity required the con- oe See, ws ee , 4 
struction of the line in order to furnish transportation facilities ee res am Genely Same Beas, Ph, te Seen, 


Asks reparation. 


April 11 , 
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MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
: in the United States 


Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


“P| We Invite Storage of all Kinds of GENERAL MERCHANDISE 
a POOL CAR DISTRIBUTION 


> Warehouses of concrete construction, automatically sprinkled, lowest insurance 

rates. We operate our own switch engine and connect with all Railroads initial 

925, | to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
. our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 


i ‘ae ee. | Distribute 
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No. 16765, Sub. No. 5. A. E. Simpson, Grand Rapids, Mich., vs. Cen- 
tral Vermont et al. 

Unreasonable charges on granite from Barre, Vt., to Grand 
Rapids, Mich. Asks reparation. 

No. 16765, Sub. No. 6. Wemhoff Monumental Works, Decatur, Ind., 
vs. Central Vermont et al. : 

Unreasonable and unlawful charges on monumental granite 
from Northfield, Vt., to Decatur, Ind. Asks reparation. 

No. 16792. American Lead Pencil Co., New York City, vs. Erie et al. 

Unreasonable rates and charges on cedar wood pencil slats, in 
carload lots, from Murfreesboro, Tenn., to Hoboken, N. J., to the 
extent that they exceeded and exceed by more than 20 per cent 
the rate applicable to lumber of the same kind. Asks cease and 
desist order, a rate not exceeding by more than 20 per cent rate 
on lumber of the same kind, and reparation. 

No. 16819. Ames Shovel & Tool Co., Boston, Mass., vs. St. Louis- 
San Francisco et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 
act, on handles in the rough from Paris, Tex., to Anderson, Ind., 
Beaver Falls, Pa., Cheltenham, Pa., and North Easton, Mass. 
Asks cease and desist order, reasonable rates, and reparation. 

No. 16820. The North American Provision Co., Chicago, Ill., vs. Chi- 
cago & North Western et al. 

Unreasonable rates and charges on packing house products 
from Cudahy, Wis., to Oklahoma City, Okla. Asks cease and 
desist order and reparation. 

No. 16821. Henry W. Brown & Co., Cincinnati O., vs. Erie. 

Unreasonable charges, in violation of section 6 of the act, on 
shipments (commodity not named) from points in Indiana to Cin- 
cinnati. Asks cease and desist order and refund of overcharges. 

No. 16822. Smitherman & McDonald, Inc., Haynesville, La., vs. Lou- 
isiana and North West et al. 

Unreasonable rates and charges on oil 
Haynesville, La., to Louann, Ark. 
and reparation. 

No. 16822, Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to oil well supplies 
from Haynesville to Griffin, Ark. 

No. 16823. Pacific Sanitary Mfg. Co., San Francisco, Calif., vs. Cen- 
tral of Georgia ét al. 

Unreasonable rates on coke from Chickamauga and Durham, 
Ga., and Chattanooga and Alton Park, Tenn., to Richmond and 
San Pueblo, Calif. Asks reparation. 

No. 16824. Woodhead Lumber Co., Los Pacific 
Electric Railway Co. 

Assessment of charges on basis of track scale weights and 
rate of 74%c per cwt. on cement from Sweden, delivered at East 
San Pedro, Cal., and later shipped to Los Angeles, alleged to be 
in violation of section 1. Asks for such order as Commission 
may consider proper in the premises. 

No. 16825. United Paperboard Co. et al., vs. Aberdeen & Rockfish et al. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
strawboard from complainants’ plants in Illinois, Indiana, Ohio, 
Michigan and Iowa, to points in Texas and California. Asks cease 
and desist order, and reasonable rates. 

No. 16826. The Ann Arbor R. R. Co et al. vs. B. & O. et al. 
Asks establishment of through routes for the transportation of 
bituminous coal originating at mines on the C. & O. and N. & 
W. in_Virginia, W. Virginia and Kentucky, to points in Illinois, 
Iowa, Kansas, Minnesota, Missouri, Nebraska, Wisconsin and the 
Dakotas, in connection with complainants’ lines, and equitable 
divisions of joint through rates. 
No. Lan aaa Club of Fargo, N. D., et al., vs. Great North- 
ern, et al. 

Rates in violation of sections 1, 2 and 3 of the act, on soft coal 
from Duluth, Minn., Superior, Wis., and other points at the head 
of the Lakes, to Fargo, N. D., Moorhead, Minn., and other points 
in Minnesota and North Dakota. Asks cease and desist order, rea- 
sonable rates and reparation. 

No. 16828. C. R. Joy, et al., doing business as S. F. Baker & Co., 
Keokuk, Ia., vs. C. B. & Q. et al. 

Rates in violation of sections 1 and 3 of the act, on nux vomica 
from Chicago, South Elgin and Aurora, Ill., to Keokuk, Ia. Asks 
reparation. 

No. 16829. Crook, Son & Co., Hicksville, O., vs. C. I. & W. et al. 


Unreasonable rates on logs from Cottage Grove, Ind., to Hicks- 
ville, Ohio. Asks reparation. 


No. 16830. Lumberton Broom and Mop Handle Factory, New Orleans, 
La., vs, Guif & Ship Island et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 

act, on unfinished yellow pine mop handles from Lumberton, Miss., 


to Boston, Mass. Asks cease and desist order, reasonable rates, 
and reparation. 


No. 16833. Falcon Zinc Co., Van Buren, Ark., vs. Northeast Okla- 
homa et al. 

Rates in violation of section 2 and 3 of the act, on zinc ore 

from points on the Northeast Oklahoma and Miami Mineral Belt 


railroads to Van Buren, Ark. Asks cease and desist order, and 
reparation. 


No. 16831. Audebert Wall Paper Mills, et al., Chicago, Ill., vs. Illinois 
Central et al. 

Rates in violation of sections 1 and 6 of the act, on bituminous 
coal from points in western Kentucky to Chicago and nearby 
stations. Asks cease and desist order and reparation. 

No. ~— The J. D. Hollingshead Co., Chicago, Ill., vs. Ann Arbor 
et al. 

Charges in violation of sections 1, 2 and 3 of the act, on tele- 
scope barrels from Louisville, Ky., and (or) Thebes, IIl., to points 
within official classification territory. Asks cease and desist order, 
reasonable charges, and reparation. 

16834. John Morrell & Co., Sioux Falls, S. Dakota, vs. Union 
Pacific et al. 

Unreasonable rates on salt from producing points in the Kansas 
salt field to Sioux Falls, S. Dakota. Asks cease and desist order, 
reasonable rates, and reparation. 

No. 16835. Liberty Cooperage & Lumber Company, Ft. Wayne, Ind., 
vs. L. & N. et al. 

Rates in violation of section 1, 2 and 3 of the act, on old sec- 
ond-hand barrels from Cynthiana and Poindexter, Ky., to Roch- 
ester and Syracuse, N. Y. Asks reparation. 

No. 16836. Oklahoma Portland Cement Co., Denver, Colo., vs. Chicago, 
Rock Island & Gulf, et al. 

Unreasonable rates on cement from Ada, to points in 
Texas. Asks rates, and 
reparation. 

No. 16837. Naeter Brothers Publishing Co., Cape Girardeau, Mo., vs. 
Cc. c, C. & St. iL. of al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 

on newsprint paper from Alexandria, Ind., to Cape Girardeau, 


well supplies from 
Asks cease and desist order 


Angeles, Cal., vs. 


No. 


Okla., 
reasonable and non-discriminatory 


Mo. Asks cease and desist order, reasonable rates, and reparation. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. Aspec'al st 
on interstate commerce law, whois a member of our legal department, 
w.ll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in ths department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Reparation—Voluntary Reduction of Rate as Basis for 


Massachusetts.—Question: A carrier was asked to reduce 
a rate on a waste product so that this tonnage could be moved, 
the existing rate being too high to make any shipments op 
The destination of this traffic was on a connecting carrier, who 
expressed a willingness to join in the rate requested, but statej 
that, due to the small proportion of this rate allowed them by 
the originating carrier, they did not favor its publication, ». 
less they were allowed a better proportion. Based upon the 
mileage which the traffic has to be hauled over each road, the 
stand of the latter road was justified. Later, however, the car. 
riers agreed to publish this rate, settling the differences in 
divisions existing between them. During the time the carriers 
were trying to settle the question of divisions, several ship 
ments were made. Should the shipper, or consignee, be e 
pected to pay the higher rate while waiting for the carrier 
to agree to what proportions each one should be allowed? These 
shipment, that where made prior to the effective date of the 
new rate, were with the assumption that the reduced rate 
would be put into effect immediately, but several months ‘passed 
before the rate was finally published. 

Answer: While there is a possibility that the facts a 
stated above would in themselves, support an award of rep 
aration by the Commission (see Glendale Cotton Gin Co. vs 
G. C. & S. F. Ry. Co., 42 I. C. C. 360), the Commission, asa 
rule, holds that the voluntary reduction of a rate or basis d 
charges does not in itself, without proof that the former rate 
or basis was unreasonable, furnish a_ sufficient reason fot 
awarding reparation. Ferguson & Sons. Groc. Co. vs. A. B. & 
A., 45 I. C. GC. 81. See also Pacific Bridge Co. vs. S. P. &§ 
Ry. Co., 38 I. C. C. 732, and Foster Lumber Co. vs. A. T. & 
S. F, 15 1.C. C. 5. 

Tariff Interpretation—Commodity Rate Made by Use of Inter 
mediate Clause Takes Precedence Over Specific Class 
Rate.: 

IHinois—Question: In The Traffic World of June 14, 1924, 
on page 1544, under caption, “Interpretation—Conflicting Rates 
—Rates Made by Use of Intermediate Rule vs. Rates Published 
Outright,” in the fourth paragraph there is contained the fol: 
lowing language: “A rate established by intermediate a pplice- 
tion is just as much a specific rate as if published outright. 

In looking at the various decisions cited in this instanc 
I do not find that there is any reference to this language. Will 
you please advise if there are any decisions by the Interstate 
Commerce Commission with respect to the application of 4 


rate arrived at by use of the intermediate rule versus a specifit 
published rate. 


Answer: Informal Opinion No. 91444, Brief No. 1084-A, of 
the Interstate Commerce Commission relates to a shipment o 
liquid cement from Buffalo, New York to El Paso, Texas, pri0 
to August 26, 1920. The article was classified first class unde 
the governing classification and the first class rate from aul 
to the point named was $3.16, under Leland’s I. C. C. 1264 
Countiss’ I. C. C. 1067 and superseding issue No. 10777, name 
commodity rate of $2.8714, from Buffalo to Deming, New Mer 


ico and Los Angeles, California. The tariffs carried the inter 
mediate rule. 


In summing up this case, the Commission said: “It wil 
be noted the intermediate clause can be invoked only ‘whet 
rates are not specifically provided for to stations.’ The questidl 
at issue is, therefore, whether the clause can be used to estab 
lish commodity rates to intermediate points when in fat 
specific class rates are provided to those points in a differet! 
tariff. Held, that the commodity rate was legally applicable 
El Paso under the intermediate provision of the tariff.” 

Informal opinion No. 89622, Brief No. 1113, of the Inter 
state Commerce Commision relates to a shipment of wall pla* 
ter from Oakfield, N. Y., to Morgantown, W. Va., Septembe 
16, 1921. No joint through commodity rate was published 
West Shore R. R. I. C. C. W. S. 4712 published a sixth clas 
rate of 27% cents from Oakfield to Morgantown applicable 
on wall plaster. 


W. S. Curlett’s I. C. C. A-58 published commodity rates 
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The Revised Postal Rates and Regulations 
and The New Express Rates 


Are in the Third Edition of 


LEONARD’S EXPRESS & PARCEL POST RATE BOOK 
AND SHIPPING GUIDE 


. which has been entirely reprinted and brought up-to-date 

; EXPRESS RATES PARCEL POST RATES 

. FREIGHT RATES FREIGHT ROUTING 

I 

~ How to reach by express thousands of places not listed in the tariffs of express companies. 
oe And much other information needed every day in a busy shipping room. 

ip ALL IN ONE BOOK !! 

rs Used ‘by progressive firms in 350 different cities. No other comparative parcel post and 
oe express rate book has anything like this circulation 

ate e e,e . es, e e,e 

ed Two Years Ago in 2 Cities— One Year Ago in 173 Cities — Today in 350 Cities 

® “The opinion of a man who has tried a thing is better than that of him who has not.” 


Send for Testimonials and Sample Sheets 


G. R. LEONARD & CO., Inc., 1° North Clark Street) Chicago 
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Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 
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from Oakfield of 19% cents and 21% cents to Braddock, Pa., 
and Parkersburg, W. Va., respectively. It also contained the 
following intermediate provision: 

\\\\ 


Except as otherwise provided for herein, to any station of des- 
tination to which a specific rate is not named, which station is lo- 
cated directly between two stations or destinations to which rates 
are named, the rate to the next named station beyond, located on 
the same railroad as the intermediate station, will apply, except when 
the rate applicable to points on either side are different, in which case 
the highest rate applicable to either point must be applied. 


The Board held that the commodity rate was applicable un- 
der the intermediate clause. 

See also in this connection, the Commission’s opinion in 
15947, Bogue Supply Co. vs. Nevada Copper Belt R. R. Co. 
(mimeographed), decided March 10, 1925, in which case the 
Commission said: 


At the time the shipment moved defendant was using the tracks 
of the Southern Pacific in Nevada for westbound traffic, and the 
parallel tracks of the Western Pacific for eastbound traffic, and the 
shipment was accordingly handled over the Western Pacific from 
Weso to destination. In the absence of specific routing, however, 
the shipper was entitled to the protection of the lowest rate over 
a reasonable route. The lines of the Southern Pacific from Wabuska 
to Ogden, Utah, and the Oregon Short Line, thence to destination, 
formed a reasonable route. A commodity rate of 69 cents, published 
from California groups to points in Utah, including Salt Lake City, 
applied over these lines from Hazen under the intermediate pro- 
visions of the tariff as supplemented. This factor added to the fac- 
tors of 12.5 cents and 26.5 cents to Hazen, made a through rate of 
$1.08 over this route. Defendant contends that the rate of 69 cents 
did not apply from Hazen, inasmuch as the tariff naming the specific 
class rate from that point did not carry reference to the tariff nam- 
ing the former rate. However, the intermediate provision of the 
tariff naming the 69-cent rate did not contain any restriction making 


its — dependent upon reference being made thereto by other 
tariffs. 


Weight—Actual Governs 

Georgia.—Question: Kindly advise, if in your opinion, car- 
riers can lawfully collect undercharges brought about by the 
following circumstances: 

Shipment of a liquid that varies in weight per gallon, due 
to temperature, packing conditions, specific gravity and degree 
of refining, are packed in cans of different sizes, and subse- 
quently packed in wooden cases and shipped in carload quan- 
tities, the shipments in the majority of instances being just 
enough to constitute the carload minimum, authorized in the 
commodity description covering. The shipper has never entered 
into a weight agreement with the Inspection Bureau, but when 
the shipments are tendered to the carrier at point of origin, 
where there are no track scales located, shipper inserts an 
estimated weight in order to secure benefit of a milling in 
transit arrangement. The weight column on a bill of lading 
bears the notation “Subject to correction” and inasmuch as the 
shipper, as previously stated, does not operate under a weight 
agreement with the Inspection Bureau, it is necessary that the 
cars be weighed in transit at the first track scales enroute to 
destination, and charges adjusted on basis of the scale weights 
obtained. In a number of instances, however, cars have moved 
through to destination without being weighed and charges 
assessed on the basis of the estimated weight, as shown in the 
bill of lading. Other shippers of the same commodity located 
at the same point of origin, have entered into weight agree- 
ment with the Inspection Bureau and have accepted an esti- 
mated weight per case, which is higher than the estimated 
weight as shown on the bills of lading mentioned above. The 
Bureau recently sent a representative to the shipping point to 
check up the shipments that were milled in transit, and have 
rendered a number of undercharge corrections on those ship- 
ments that were not weighed in transit on basis of estimated 
weights of the product shipped by another firm. 

It is our contention that due to negligence on the part of the 
carrier in not securing scale weights on the shipments before 
being delivered, they are now without recourse on the shipper 
and that the corrections as rendered on basis of estimated 
weight are in error and should be withdrawn. 

After carefully reviewing these circumstances, please advise 
if there has been any precedent established in the past covering 
such a situation, and if the Bureau can lawfully collect the 
undercharges as rendered by them. 

Answer: The actual weight, in the absence of the authoriza- 
tion by legally published tariffs of the use of estimated weights 
constitutes the true basis upon which to assess transportation 
charges. 

The weight of a given shipment is a question of fact to 
be determined from the available evidence. Peter vs. O. S. L., 
20 I. C. C. 598. 

A carrier is not, in our opinion, precluded by its failure to 
weigh a shipment, from assessing charges on the actual weight 
of the shipment, where estimated weights are not provided for, 
if this weight can be definitely ascertained. We can locate no 
cases specifically in point. 

Damages—Deduction for Shrinkage 

New York.—Question: On several claims that were ren- 

dered against the railroad company for grain shortage we have 
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been requested to make a reduction of % of 1 per cent as 
natural shrinkage based on the billed weight of the car. 

We understand that this question was ruled upon by the 
A. R. A. sometime ago and we are under the impression that 
if a claim is properly payable claimant is not obliged to deduct 
for shrinkage. 

We would like to have you advise us just what our obliga. 
tions are in connection with these claims. 

Answer: In A. B. Crouch Grain Co. vs. A. T. & 8. F, 41 
I. C. C. 717, the Commission held that a tariff rule, providing for 
deductions in the adjustment of claim for loss of grain in 
transit of certain percentages of loading weights as representing 
natural shrinkage, was not illegal or unreasonable. 

In this case the Commission said: “While the carriers’ 
liability for losses must be determined, not by the Commission, 
but by the courts, yet to insure uniformity and to avoid unjust 
discrimination rules or practices of the kind here under discus. 
sion should be shown in the tariffs lawfully filed by Carriers 
engaged in interstate transportation. 

Proof of Loss or Injury 

Louisiana.—Question: A merchant located at A receives a 
less than carload shipment of merchandise from point B located 
about eleven hundred miles from A, shipment moving into A 
over a group of carriers which we will call group X. Shipment 
is received in outwardly good condition. After holding the goods 
for about 30 days they are reshipped to C, a distance of 200 
miles over carrier Y and again delivered in outwardly good con- 
dition, but, on unpacking at consignee’s place of business, it 
is discovered that certain articles are missing for which claim 
is filed against carrier Y, supporting said claim with affidavit 
from factory showing that goods were packed at, point B, also 
affidavit that goods were properly protected and that there was 
no opportunity for loss while being stored at point A. 

The shipper is unable to make out a prima facie case 
against carrier Y, having no evidence of what the cases con- 
tained when reshipped from point A and there was more oppor 
tunity for the loss to have occurred between B and A, consider. 
ing the greater mileage and number of transfer points, then 
between A and C. On the other hand the carriers forming 
group X claims fulfillment of their contract when goods were 
delivered at A in apparently good condition, and shipper is 
likewise unable to show that loss occurred between B and A. 

Has the shipper any recourse and if so against whom? 

Would the answer be the same if, instead of a shortage, the 
goods were found damaged at point C, damage not being dis- 
covered until the goods were unpacked and all carriers showing 
a clear record of handling? 


Answer: Where goods are delivered by a carrier after 
having been transported over two or more lines under a through 
contact of shipment and the owner of the goods shows by the 
proper evidence that the amount of goods specified in the bill 
of lading was delivered to the initial carrier and that a lesser 
amount was received at destination, recovery may be /had-against 
the initial carrier, regardless of whether the loss occurred on its 
line or the line of a connection. participating in the throvgh 
movement. Likewise, recovery may be had against the deliver 
ing carrier provided, however, that it is proved that the damage 
occurred while the goods were being transported by that car- 
rier, the delivering carrier not being liable for damage occurring 
prior to its receipt of the goods. There is, however, a presump 
tion that the goods, when delivered to the destination line. 
were in the same condition as when delivered to the initial 
carrier at point of origin, which presumption must be rebutted 
by the destination carrier. See C. & N. W. Ry. Co. vs. C. ©. 
Whitnack Produce Co., 258 U. S. 369. 

The same thing holds true as to an intermediate carriet, 
the shipper having first rebutted the presumption that the loss 
occurred on the line of the terminal carrier. 

In the instant case, the goods having been placed in stor 
age A, and a new contract of shipment having been entered 
into at that point with carrier Y, proof must necessarily be made 
by the shipper of the delivery of the amount of goods to carrie! 
Y, stated in the bill of lading to have been received for trans 
portation and the delivery of a lesser amount at C. 

A bill of lading is prima facie evidence of the receipt of the 
goods by the carrier, but such recitals are not conclusive, and it 
may be shown by parole evidence that none of the goods, of 
only a part of the goods, described in the bill of lading were it 
fact received. There are no exceptions to this rule and the 
principle has been held to apply to third persons as well as t0 
the original parties to the bill of lading, where it is marked 
“not negotiable.” Nevertheless the recital of the bill of lading 
as to the receipt of the goods places the burden on the carrie! 
to show the contrary and in the absence of convincing testimony 
establishing mistake they must control. 

The above is a statement of the law relating to the matter 
of proof of the delivery of property to a carrier in good condi- 
tion and the effect of the recitals in the bill of lading with 
respect thereto. 


Keeping these matters in mind, it will be seen that the 
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Ship Your Less Car Load Freight at Carload Rates 


by 
Making Your Own Combined Cars 







ELIVERY in New York 


GOODS ELIVERY on order of New York Commission Houses 
INTENDED 
FOR ELIVERY to nearby points in Connecticut or New Jersey or for 


IRECT Export Shipment. 
CAN BE COMBINED IN ONE CAR AND CONSIGNED TO US. 


We will arrange to receive and distribute your car at New York. 

Consignees will be notified on arrival in the usual way. 

Consignees can call at railroad pier and take delivery of their own goods there, or, 
We will arrange for cartage to their door at New York. 


Freight destined for points beyond New York will be forwarded by rail or motor truck 
if you so instruct. 


Export freight can be lightered to steamer if quantities justify, whether for account of 
Export Commission Houses or for direct export shipment through 


D. C. ANDREWS & CO., Inc. 


or other forwarders. 


No warehouse charges or other unusual charges are involved except our small service 
charge. 


We co-operate by tracing cars to overcome rail delays. 


If located a reasonable distance from New York, the freight saving and faster time made 
in carload movement will justify your holding freight for several days, if necessary, to enable 
you to make up a carload. 


If you have enough freight intended, for export to make up a car, we can arrange by 
combining lots for one destination, where possible, to make the best use of the extra free 
lighterage allowed, thereby eliminating at least part of the cartage charges. 


If you are interested in saving the difference between the less carload and carload rate 
and the quicker movement of your goods to New York, we invite correspondence in which 
please give details relative to commodity, quantities, etc. 


ANDREWS CARLOAD SERVICE COMPANY 
. 27 & 29 WATER STREET 
NEW YORK 


POOL CAR DISTRIBUTORS 
(Not Carriers) 
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facts as to the handling of the shipment, i. e., its being placed 
in storage at point A for a considerable period of time, instead 
of moving as a through shipment from original point of shipment 
to final destination, the carrier’s records ag to its removal, etc., 
have an important bearing on the determination of whether the 
l6ss occurred while the goods were in the possession of one, of 
the several carriers which handled the shipment during the 
course of its transportation from original point of shipment 
to final destination and would necessarily be considered by a 
jury in reaching its findings of fact. Likewise, they have a 
bearing on the determination of the question as to which 
carrier or carriers the shipper will select for the purpose of 
bringing suit for the recovery of damages. 

As to whether recovery can be had will depend upon 
whether the shipper can show by a preponderance of evidence, 
that the loss occurred while the goods were in the possession 
of the group of carriers designated as X, assuming that the 
initial carrier is sued, or while in the possession of carrier Y, 
if that carrier is sued, the shipper being obliged to make an 
election in the matter. 

The same consideration would govern in the event of dam- 
age to ,instead of loss of, part of the goods. 

Forwarding Agents—Liability of 

New York.—Question: Kindly let us have your opinion as 
to the legal responsibility of freight forwarding companies and 
their status under the law covering common carriers. In 
other words, is their responsibility for the goods they handle 
the same as that of a railroad, or are they liable only as ware- 
housemen, and what is their responsibility under the receipts or 
bills of lading which they issue. These receipts refer to the 
clauses in the railroads’ uniform bills of lading as governing 
the handling of articles named in such receipt. The following is 
from a standard form. 


This form is issued as a receipt for the articles described below 
(such description being that of the consignor), which are accepted 
for forwarding by railroad as freight matter, subject to the rules, 
regulations (not their rates) and conditions of the rail carriers and 
their bill of lading when issued, which likewise apply to our accept- 
ance of the merchandise. We assume no responsibility on collec- 
tions caused by the omission from this receipt of C. O. D. or other 
charges unless such error be reported to us in writing by shipper 
within three days from date of issue. 


Answer: A mere forwarding agent who does not receive 
goods into his custody, but, as agent for the shipper, merely 
contracts for their transportation by carriers, and who has no 
interest in the freight, but receives compensation from the 
shipper as his agent, is not a common carrier, and he is liable 
only for want of ordinary care. He is not an insurer of the 
safety of the goods during transportation, or before, but is 
liable only for his own negligence or that of hig agents. But a 
forwarding agent who receives goods for transit, issues bills of 
lading, makes contracts in his own name with a railroad com- 
pany for carriage, is, as to a person with whom he contracts 
for the delivery of goods, a common carrier and liable as such. 
See Ingram vs. American Forwarding’ Co., 162 Ill. A. 476; Mer- 
cantile Mutual Ins. Co. vs. Chase, I E. D. Smith (N. Y.) 115; 
Bare vs. American Forwarding Co., 146 Ill. A. 388 (aff. 242 Ill. 
298, 89 N. E. 1021); Blakiston vs. Davies, 42 Pa. Super. 290; 
Heath vs. Forwarding Co., 190 P. 839 (Cal.); Kettenhoffer vs. 
Globe Transfer & S. Co., 127 Pac. 295 (Wash.); Tilles vs. Exp. 
Co., 286 S. W. 1102 (Mo.); In re Emerson, 199 Fed. 95; Stan- 
nard vs. Prince, 64 N. Y. 300; Slutzkin vs. Ferhard & Hey, Inc., 
191 N. Y. S. 104; Teall vs. Sears, 9 Barb. 317; Roberts vs. 
Turner (N. Y.) 7 Am. D. 311; Hooper vs. Wells (Cal.), 85 Am. 
D. 311; Christenson vs. American Express Co., 2 Am. R. 122. 


Limitations—Extension of Two Year Period for Complaint Before 
Commission by Collection of Undercharges by Carrier 


Oklahoma.—Question: Carload shipment delivered to con- 
signee on March 1, 1923. On March, 1925 (after the expiration 
of the two year period prescribed in Sub-division B, Paragraph 
3, of Section 16) carriers collected an undercharge. 

Our interpretation of paragraph 3, Subdivision D, which 
reads, in part, “if on or before expiration of the two year 
period —,” is that, in the event carriers, after the expiration of 
the two year period prescribed for in Subdivision B of paragraph 
3, collects an additional charge, we have no recourse should the 
collection of this additional charge cause a violation of this act. 
For instance, while the rate as originally assessed wag in 
error but was not a violation of the fourth section of the act 
to regulate commerce, whereas after the collection of this under- 
charge an aggregate of intermediate rates existed which were 
lower than the through class rates. 

Kindly advise whether we have any recourse and your 
interpretation of Subdivision D, Paragraph 3, of Section 16. 


Answer: Subdivision (d) of paragraph 3 of Section 16 of the 
Act reads as follows: 


If on or before expiration of the two-year period of limitation in 
subdivision (b) or of the three-year period of limitation in subdi- 
vision (c) a carrier subject to this act begins action under subri- 
vision (a) for recovery of charges in respect of the same transporta- 
tion service, or without beginning action, collects charges in respect 
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of that service, said period of limitation shall be extended to include 
ninety days from the time such action is begun or such charges are 
collected by the carrier. 


The former provision of the act read: 


All complaints for the recovery of damages shall be filed with 
the Commission within two years from the time the cause of action 
accrues, and not after, unless the carrier, after the expiration of such 
two years or within ninety days before such expiration, begins an 
action for recovery of charges in respect of the same service, in which 
case such period of two years shall be extended to and including 
ninety days from the time such action by the carrier is begun. 


Whether, under the present provisions of the act, ag 
quoted above, a complaint may be brought before the Commis. 
sion with respect to the reasonableness of the rate assessed 
on the shipment in question depends upon what construction 
is placed on the term “on or before,” as used in the Act, as it 
reads at the present time. 

If the word “on,” as used therein, is construed as having 
the meaning of “after,” as no doubt it was intended to have, 
so as to permit of the bringing of a complaint within ninety 
days from the date the carrier begins an action in respect to 
the recovery of charges on a given shipment or collects charges 
in respect of that transportation service, even though two years 
from the date of the delivery of the shipment have elapsed, 
@ complaint brought by you not later than ninety days from 
March 5, 1925, is within the limitation period. 

We suggest that you bring your complaint and secure a con- 
struction of the provisions of the act in question, if the amount 
involved to warrant such action on your part. 


Limitations—Shipments Moving During Federal Control as to 
Which Undercharges Are Collected After Expiration of Lim- 
itation Period for Filing Complaint with Commission 
Minnesota.—Question: Where the Director General demands 

and collects an undercharge covering a shipment which moved 
during the year of 1919, after the one year period allowed by the 
Transportation Act for shippers to complain of unreasonable or 
excessive charges, has a shipper any standing before the Com- 
mission or the courts, if he is satisfied that he can prove the 
undercharge collected to be unreasonable as found by the Commis- 
sion in several instances on other shipments moving under sub- 
stantially the same circumsttances. 

In the instant case, the shipment originated in November, 
1919, and was duly delivered at destination with three federal 
controlled carriers participating in the haul. 

In 1923 (or two years after expiration of shipper’s right 
to complain of the charges as authorized by Section 206 (C) 
of the Transportation Act 1920), the Director General makes 
claim and collects a substantial undercharge. 

In the light of several decisions of the Commission, it is 
felt that the amount collected as undercharge would have been 
waived by the Commission if it had been brought before them 
at the proper time, but due to the fact that the Director General 
did not make claim until after the expiration of the shipper’s 
statute, naturally, the shipper had no way of knowing that he 
was to be presented with an undercharge bill after his rights 
had expired. 

Your views on this question will be appreciated. 

Answer: Section 206 (C) of the Transportation Act, 1920, 
provides that complaints praying for reparation on shipments 
moving during the period of federal control may be filed with 
the Interstate Commerce Commission within one year after the 
termination of federal control. — 

A complaint before the Interstate Commerce Commission 
is, therefore, barred at the present time, there being under the 
principle of the decision in the Du Pont case, 264 U. S. 456, no 
provision applicable to shipments moving during the period of 


federal control, similar to the provisions of subdivision (d) 
of paragraph 8 of Section 16 of the act, governing the bringing 


of complaints before the Interstate Commerce Commission it 


respect of the reasonableness of charges assessed by carriers | 
subject to the act, where an action is brought or charges are” 


collected. by a carrier in respect of a shipment as to which the 
two year period of limitation prescribed in subdivision (b) 
of paragraph 3 of Section 16 of the act, has expired prior to the 
bringing of the action or collection of the charges thereon bY 
the carrier. 


DOCKET OF THE COMMISSION 


Note. items In the Docket marked with an asterisk (*) are new 
having been added since the fast Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 
es 13—Washineton, D. C.—Examiner Kelley: 

al. Dkt. No. 271—In re tentative valuation of the property of Ken- 

tu Midland Railroad eee. 

Val. D No. 395—In re tentative valuation of the property of Dun- 

leith and Dubuque Bridge Company. 

Val. Dkt. No. 387—In re tentative valuations of the properties of the 
Tilinois Central R. R. Co. et al. 

Val. Dkt. No. In re tentative valuations of the properties of the 
Yazoo & pMisaiesippl Valley R. R. et al. 

Val. Dkt. No. 354—In re tentive valuation of the 1 ‘operty of the 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 
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Scrappers!... 


If you are sick and tired of timid truck tires that 
delay and dally at every suggestion of a bad road or 
heavy load, you need Kelly Kats—and need them badly. 


They’re scrappers, these Kelly Kats. They do battle 
without chains. They sink their toothlike grip into mud. 
They crunch undaunted through slush or sand or over 
wet pavement. 


And all the while, those characteristic side-vents 
which you see on the caterpillar are shielding your truck 
and especially its engine from bumps and jars. These 
vents double the cushioning power of Kelly Kats. 


It is due to such performance for over seven years 
that so many truck owners have scrapped ordinary 
solid truck tires for these scrappers, until today 
more Kelly Kats are used than any other truck 
tire made. 


There are no Caterpillar 
tires but Kelly Kats 


KELLY-SPRINGFIELD TIRE CO. 
250 West 57th Street, New York. 


THE TRAFFIC WORLD 


Kelly-Caterpillar Tires are scrappers on all kinds of trucks in 


any kind of service. 


That is why they are so widely used by 


truck owners in every line of industry. 
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Val. Dkt. No, 384—In re tentative valuation of the property of the 
Chicago, Pg oe & Guif R. R. Co. 
Val, Dkt. No, 388—In re tentative valuation of the property of the 
Kensington & Eastern R. R. Co. 
April 13—Canton, Ohio—Examiner Woodrow: 
16751—The Union Metal Manufacturing Company vs. A. C. & Y. 
Ry. 


t al. 

15988 Sad Sub. Nos. 1, 2 and 3)—Diebold Safe & Lock Company vs. 
Director General, P. ’R. R. 

April 13—New York, N. Y.—Examiner Griffin: 

16411 (and Sub. Nos. 1 -— 2)—The Egyptian Powder Company vs, 
Tilinois Central R. R. et al. 

16490 (and Sub. No. 3. 1, duPont deNemours & Company vs. 
Illinois Central R. t al. 

16655—The Grasselli Fncinlcal Company vs. A. G. 8. R. * et al. 

16490—Sub. No. 2—Armour Fertilizer Works vs. Ill. Cent. R. R. et al. 

—— No. 3—Moncanto Chemical Works vs. M. & O. R. R. 
et 

a 13—Louisville, Ky.—Examiner Trezise: 
16741—Kosmos Portland Cement Company vs. Ill. Cent. R. R. et al. 
April 14—Washington, D. C.—Examiner Davis: 

* Finance No. 4732—In the matter of the joint application of the Bell 
Telephone Co. of Pennsylvania and Enterprise Telephone & Tele- 
graph Co. for certificate that the proposed exchange of certain 
properties in the state of Pennsylvania will be of advantage to 
the persons to whom service is to be rendered and in the public 
interest. 

April 14—Detroit, Mich.—Examiner Woodrow 

16610—William D. Lane, doing business as W. D. Lane & Co., et al. 

vs. Southern Pacific Ay al. 

April 14—Washington, D. C.—Examiner Sweet: 
al. Dkt. No. one “re tentative valuation of the properties of 
Chicago Great Western Railroad Company et al. 

April 15—Pittsburgh, Pa.—Examiner Koebel: 

bag as . J. Heinz Company vs. Director General, P. R. R. (further 

ear 


ng). 
16737 (and Sub. Nos. 1, 2 and 3)—Pittsburgh Knife & Forge Co. 
vs. P. R. R. et al. 
April Le ara Ky.—Examiner Trezise: 
|. and 8. No. 1563—Livestock to, from and between points in the 
Southeast. (Further hearing.) 
April 15—Galveston, Texas—Examiner Disque: 
10049—In re Sugar Land Railway Company (further hearing). 
April 15—Washington, D. C.—Bxaminer Turner 
Finance No. 3840—Excess income of the iincourt & Illinois Bridge 
& Belt Railroad. ‘ 


April 15—Washington, D. C.—Director Mahaffie: 

Finance No. 4671—In 7. matter of the joint er of the New 
York, Chicago & St. Louis R. R. Co., The Chesap Ohio Ry. 
Co., The Hocking Valley Ry. Co. Eile R. R. Co, Pere Marquette 
Ry. Co., and the N. Y. C. & S 7 e Ry. Co., for authority for the 
last named company to acquire control of the systems of the 
other companies named, urder paragraph (2), section 5 of the 
interstate commerce act, and separate application of the N. Y. C. 
& St. L. Ry. Co. for authority to — capital stock under sec- 
tion 20a of the interstate commerce ac 

Finance No. 4643—In the matter of the a of the New York, 
Chicago & St. Louis Railway Company for a certificate that the 
present and future public convenience and necessity require the 
construction and operation in interstate commerce fo a new line 
of railroad from Valley Crossing to Gregg, Ohio. 

April 15—Argument at Washington, D. C.: 
14 ey = Association of Waste Material Dealers, Inc., vs. 


L. & R. 
11980 Michiear Railroad Company vs. Pere Marquette R. R. et al, 


April 15—Knoxville, Tenn.—Raiilroad and Public Utilities Commission 
of Tennessee: 

Finance No. 4360—In the matter of the application of the Southern 

lway Company for a certificate of public convenience and 
necessity authorizing the abandonment of a line of railroad from 
Morristown to Corryton, Tenn. 
April 15—Jacksonville, Fla.—Examiner Knowlton: 

i. and S. No. +h rates on paving brick, Jacksonville, Fia., 
to Florida points. 

Fourth Section App. No. 12655—Filed by 8S. A. L. Ry., in re rates on 
paving brick from Robbins and Chattanooga, Tenn. -» Coaldale, 
Alton, Graves Mine, and Birmingham, Ala., Rockmart and Cam- 
pania, Ga., to Tampa, St. Petersburg, Palmetto, Bradentown and 
Sarasota, Fla. 

Fourth Section App. No. 12662—Filed by Florida East Coast Ry., 
re rate on sugar, C. L., from Key est, Fla. (shipside), Bn 
imported from Cuba, to Jacksonville, Fla. 
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April 15—Washington, D. C.—Assistant Director Burnside: 

Finance No. 3689—Excess income of the Dayton-Goose Creek Raji). 
way Company. 

April 146—New York, N. Y.—Examiner Griffin: 

I. and S. No, 2363—first supplemental order)—Brass, bronze and 
copper ingots and related articles from Pittsburgh and Buffalo 
groups to Eastern destinations. 

1. and S. No, 2363—Brass, bronze and copper ingots and relateg 
= from Pittsburgh and Buffalo groups to Eastern destina. 

ons. 
April 16—Argument at Washington, D. C.: 
15618—Jackson Traffic Bureau for Case-Teel Company et al. vs. 
& V. Ry. et al 
Portions of fourth section application No. 3873, filed by Mon 
gan’s La. & Tex. R. R. & Nav. Co. et al., re rates on salt 
— Louisiana mines to Jackson, Vicksburg and Natchez, Miss, 


16848 (and Sub. Nos. 1 and 2)—Mississippi Railroad Commission and 
Rush H. Knox, Attorney General vs. A. & V. Ry. et al. 
16447--Meridian Trafic Bureau et al vs. A. & V, Ry. et al. 
* 17—Akron, Ohio—Examiner Koebel: 
14655 (and Sub. Nos. 1 and 2)—Firestone Tire and Rubber Co. et al, 
vs. Director General, B. & O. R. R. 


“se Iron Works Company vs. Director General, B, 


. ie 

18830° (and Sub. Nos. 1 to 4, Incl.)}—Burger Iron Company vs. Di- 
rector General, P. a R. 

oo 17—New York, Y.—Examiner Griffin: 
16701—Federated Metals Corporation et al. vs. P. R. R. et al. Por. 
tions of Fourth Section App. Nos. 2060 and 2073, filed by Agent 
Tucker, in re zinc dross, ashes, etc., from_points in Penn., Ohio, 
W. Va., Mich., Ind., Ill. ‘Wis., and Mo., to Phillipsburg, N. 2 etc. 

16702—Federated Metals Corporation et al vs. P. R. R. et al. 


April 17—Argument at Washington, D. C.: 


15179—Seaboard Rice Milling Company vs. A. G. ; = R. et al. 
15226—Birmingham Traffic Bureau vs. St. > 
15448—Williamson, Inman & Stribling vs. L. ie R. et al. 


Finance No. 4300—Application of Maine Ber nv R. Co. for au- 
thority to acquire control of the Hereford Ry. Co. by purchase 
of capital stock. 

Finance No. 430i1—Application of Maine Central R. R. Co. for au- 
thority to abandon operation of the Hereford Ry. 
April 18—Memphis, Tenn.—Examiner Trezise: 

be or — Cotton Oil Company, Inc., vs. Ft. W. & D. C. R. R, 
e 

Fourth Section App. No. 12645, filed wy i & & %. R. R. et al., in re 
rates on coal from mines on L. & N . in western Kentucky 


to Helena, Ark. 
Fourth Section App. No. kxg —  d' y & N. R. R., in re rates 
R, R. in western Kentucky te 


on coal from mines on L 
points in Mississippi and SSD, 

Fourth Section App. No. 3236, filed by Ill. Cent. R. R.-Y. & M. V. 
R. R., in re rates on coke from points on St. L.-S. F. R. ¥ ? 
a7 = Tennessee to points on Ill. Cent. R. R. and Y 

Fourth Section App. No. 3237, filed by Ill. Cent. R. R.-Y. & M. V. 
R. R., in re rates on coke from points on Southern Ry., and 


Northern Alabama Ry., in Alabama, ee — Tennessee to 
points on Ill. Cent. R. R. and Y. & M. Vv. & BR 


April 18—New York, N. Y.—Examiner Griffin: 
16673—Granton Chemical Company, Inc., vs. L. V. R. R. 


April 18—Argument at Washington, D. C.: 

wee hes Sub. Nos. 1 to 5, Incl. )—Hoopeston Grain & Coal Com- 

vs. C, & E. I. Ry. et al. 

15936-—The Glidden Company vs. Illinois Central R. R. 

April 20—Fort Wayne, Ind.—Examiner be arf 
16644—Jonesville Milling Company vs. N. Y. C. R. R. et al. 
April 20—Fon du Lac, Wis.—Examiner vita 

13198—Chicago Live Stock Exchange vs. Director General, C. & N. 
W. Ry. et al. (Further hearing.) 

April 20—Columbia, S. C.—Examiner Knowlton: 

Fourth Section App. No. 12646—Filed by Agent Cottrell—In re rates 
on lumber and lumber articles between points in North Carolina 
one Virginia on one hand and points in South Carolina on the 
other. 

April 20—Memphis, Tenn.—Examiner Trezise: 

1. and S. No. 1977 (and first and second supplements)—Grain and 

grain products from Memphis, Tenn., to Carolina territory. : 
April 20—New York, N. Y.—Examiner Grifin: 

12672—The Barber Asphalt Paving Company vs. L. V. R. R. (Further 
hearing on question of the ability of the consignee to receive 
shipments during the period covered by the complaint.) 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


1650 Nassau Street New York, N. Y. 


Reuting and Tracing Less and Damage Claims 
General Freight Service Association 


Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louls, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
furnished. age bls ented. service. Freight 
and demurrage audited. ge yn 
settled. Car tracing by 
routes furnished. Reference: ot Leek 


CHARLES E. BELL 


TRAFFIC ANALYST 


TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Building 
Washington. D. C. 


GEORGE LYNCH TILLERY 
Consulting Traffic Analyst 


1518 PENNSYLVANIA BUILDING 
PHILADELPHIA, PA. 
Phones: Rittenhouse 5411 and Overbrook 4008-W 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and T: tion Matters 
Interstate Commerce and te Commission 


E. Ww. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 

New Yerk—32 Broadway, Phone Bread 0580. 

Boston—177 State Street. 

Philadelphia—101 Beurse Building. 

Detroit—1714 Dime Bank Building 

San Francisco—Robert Dollar Building. 

Les 26 South Spring Street. 

Portland—101 Third Street, Corner Stark. 


THE TRAFFIC SERVICE CORPORATION 






WASHINGTON CHICAGO Seattle—1519 Railroad Avenue, South 
MILLS BUILDING 418430 MARKET EET P 
Phone, Main 3840 Ab en gi L. L. BATES, General Freight Agent, Seattle, Wash. 
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French Lick 


THE TRAFFIC WORLD 


Hote 






—the ideal location for your next convention 


Before you come to any decision as to the location of your next 
convention, by all means do yourself the justice of learning what 


Special Convention Advantages 


It is perhaps because it has been especially planned to 
accommodate conventions that French Lick Springs 
Hotel makes so strong an appeal to the secretaries of 
associations or fraternal organizations, to the sales man- 
agers or other directors of business institutions, who 
have the responsibility of choosing a meeting place. 


Here, the participants at the convention are all housed 
under one roof. They are within three minutes walk of 
the hotel when they arrive at the picturesque French 
Lick railroad station. They are constantly available at 
all hours for regular or emergency business sessions. And 
business is transacted in the well-lighted and ventilated 
large new convention auditorium with its seating capac- 
ity of 1500 and its adjacent large private hall and com- 
mittee rooms for special displays or sectional meetings. 


Wide Variety of Diversions 


These conveniences mean that regular business is fin- 
ished more quickly, allowing everybody more time than 
usual for indulgence in the various amusements and 
diversions with which French Lick Springs is so ade- 
quately supplied. 


ADDRESS CONVENTION SECRETARY 


French Lick Springs and its magnificent modern hotel have to offer. 


Two 18-hole golf courses; one, the easy, older course, 
practically at the hotel doorstep; and the other, the 
famous championship Upper Course, a few minutes bus 
ride distant, offer convention participants ample oppor- 
tunity for private play or for organization tournaments, 


Among other attractions are two well-kept tennis 
courts and a fine stable of thoroughbred riding horses 
ranging in temperament from the very spirited to the 
most docile; while the surrounding country-side, with 
its beautiful winding trails, adds new delights to horse- 
back riding or tramping afoot. 


In the hotel building is every approved type of thera- 
peutic bath in addition to swimming pools, one for 
men and one for women. 


Write Now for Further Details 


Every season is a good season at French Lick Springs; 
sO, no matter what time of year your convention will be 
held, it will be of value for you to find out everything 
there is to learn about this accessibly located conven- 
tion site. Remember, rooms and meals are included in 
the rate you pay which means that expenses can be gauged 
almost to the dollar in advance. Write today. Your time 
will be saved if you give as much data about your re- 
quirements as possible in your letter of inquiry. 


FRENCH LICK SPRINGS HOTEL CoO., French Lick, Indiana 


“The Home of Pluto Water” 
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FREIGHT SERVICE \ 


>CHICAGO 


Between 


: ae All Points in the East and South 


a and 
) Northwest, Western Canada 


North Pacific Coast 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
CATE. This document must be delivered railroad agent at initial point with the shipment and 
accompany same to Canadian port of entry.) 


AGENCIES 


Boston, Mass., 40 Central St. — Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 55 Third St. 
Buffalo, 3 hed 409-410 ———— Bldg. Los Angeles, Cal., 605 So. Spring St. St. Louis, Mo., 2050 Railway Exch. Bldg. 


Pittsburgh, Pa., 2041 Oliver Bldg. 


Chicago, 707 Standard Trust Bl g. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat’! Bank Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. San Francisco, Cal., 675 Market St. 

Chippewa Falls, Wis. __ 913 Majestic Bldg. Sault Ste. Marie. Mich. 

Cincinnati, O., 709 Traction Bite, Minneapolis, Minn., Soo Line Bidg., Sth St. Seattle, Wash., 608 2nd Ave. 

Cleveland, O., 915 Union Trust_Bldg. and Marquette Ave. Spokane, Wash., 1006 Old Nat’! Bank Bldg. 

Detroit, Mich., 311 Free Press ees Neenah, Wis. Superior, Wis. 

Duluth, Minn., 320 West Superior St. New York, N. Y., Woolworth Bldg. Tacoma, Wash., 1113 Pacific Ave. 

Grand Ra yids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bldg. Waukesha, Wis. 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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CALIFORNIA ORIENT LINE 


de 
ZS 
a ail, Fastest Steamers 
| AN iam — Between 
~ SAN FRANCISCO 
y and the 


ORIENT 


via 


HONOLULU 


ud 


Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, 
Shanghai, Hongkong and Manila Lowest 





Highest 
Marine 


Classification . S. President Pierce sails 
- President Taft sails 


and every ] 4 days thereafter 


Insurance 
Rates 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


John Crossman, Webster Bldg., 327 So. La Salle St., Chicago, IIl. 


Horace W. Cross, 410 State Theatre Building, Pittsburgh, Pa. 
Southgate Forwarding & Storage Co., Southgate Terminal, Norfolk, Va. 
Norton, Lilly & Company, Equitable Building, Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 
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YOUR VACATION! 


Summer is nearly here 
RESORTS ON THE 


CO 


WELCOME YOU 


Mountains — Country — Seashore 
GOLFING — BATHING — FISHING 


Route of the Famous “F. F. V.’’ Superior Dining Car Service 


For Resort Booklet write to 
T. H. GURNEY, Accom Passenger Agent 
Richmond, Va. 


GEO. COOMBS, Ass’t Gen’! Pass. his F. E. LANDMEIER, Ang ag Pass. Agent 


Cincinnati, Ohio St. Lo 
R. E. PARSONS, District Pass. Agent O. N. SPAIN, Eastern Pass. Agent 
Louisville, Ky. New York and Washington 


THE CHESAPEAKE AND OHIO 
RAILWAY COMPANY 
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The New Oriental Limited 


A Vision Realized 





Vol. XXXV, No. 16 





Write for new Great Northern calendar, a ten-color Nelagrephts reproduction of the above painting by 


Otto Hake, Address Room 700, Great Nort 


ern Ry., St. Paul, Minn. 


and forest which lay between the Minnesota frontier—now the Twin Cities—and the shores 


O'= beyond the upper waters of the Mississippi, into that vast domain of prairie, mountain 


of the far Pacific, a dauntless young pioneer of the middle nineteenth century looked and 


saw a fruitful empire sleeping. 


Unknown, unpeopled wilderness then, the Northwest has 
become what it is today because of the vision and faith 
and indomitable persistence of that most practical of 
dreamers, James J. Hill. 

Into pathless lands which stood as the Stone Age left 
them, where never the creak of wagon wheel had been 
heard before, he broke, not the foot-trails of adventurer 
or explorer, but the broad, firm roadbed of a great trans- 
continental railway, the mightiest and most daring con- 
struction enterprise ever undertaken by private initiative. 
People followed, farms followed, mining and lumbering 
projects, in magnitude and value greater than any the 
world has known, began. Cities arose out of nowhere to 
take high places alongside the historic civilization centers 
of all ages. These, the one-time dreams of James J. Hill, 
came to reality within the span of his own business 


/\ GREAT 





**See 
Amer ica First’? 


Sixty-two years after the diminutive wood-burning loco- 
motive, William Crooks, pulled the first trainload of 
passengers over the initial ten miles of track, the Great 
Northern Railway, now grown to a ten thousand mile 
system, put into service The New Oriental Limited, the 
finest train to the Pacific Northwest. 

An all-steel, brand new, specially built, Pullman equipped 
hotel on wheels, The New Oriental Limited provides the 
last and longest link of de luxe passenger service between 
the Atlantic Seaboard and The Pacific Northwest. Tra- 
versing the distance between Chicago, Portland and 
Puget Sound direct without change in seventy hours, 
crossing the Rockies by the lowest and easiest pass be- 
hind giant oil-burning cinderless locomotives, the New 
Oriental Limited is the train to take for Glacier National 
Park, Spokane, Seattle, Tacoma, Portland, Vancouver, 
California, Alaska and the Orient. 


NORTHERN 


Route of the New Oriental Limited 


Finest Train to Pacific Northwest---No Extra Fare 
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nited StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE] AMERICAN DELTA LINE| AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 


New York to Trinidad, New Orleans and other Philadelphia to Rotterdam | GuifPorts (except New Orleans) 









































New York Amsterdam 
the Guianas and Gulf Ports A setting every 10 days ee 
Virgin Island (except Mobile) nea. a “« oanm 
sacl to A Sailing every 12 days East Coast of South America 


Baltimore 
Hampton Roads_ to Rotterdam 


Risston Antwerp 
2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings 














Brazil and River Plate Ports 
Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 


A Sailing Every 3 Weeks 






























COLOMBIAN STEAMSHIP CO.., (Inc. 
17 Battery Place New York City 


MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


















Managing Operators 






























































North Atlantic Ports to all Mediterran- Baltimore | to Havre 
ype — ae eanPortsincluding Adriatic,Black Sea Philadelphia Dunkirk New York to India 
New Orl elt wit d Me x hest and Levant Ports, French Mediterran- A Sailing every 20 days 
ew Ur eer acta “ah ag iis anchester! ean, WestCoastof Italy.2SailingsaMonth | New York to javre Monthly Sailings 
New Orleans and’ Texas Forts to London| North African Ports with Mediterran- — 


A Sailing every 10 days 
Philadelphia to Bordeaux 
New York St. Nazaire 


ean or Adriatic Ports as cargo offers. 
Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 















Monthi ly railings ROOSEVELT STEAMSHIP 


Houston and Galveston to 


Greek Syrian Coast Ports and Alex- A:Sailing Every 20 Days COMPANY, (Inc. 
Aesier erie Bae pt gs < Lows >: yam i eee ene 
UNITED G SS. Rarer te ‘ (Ine) THE EXPORT STEAMSHIP CORP. COSMOPOLITAN SHIPPING CO., (Inc.) 44 Beaver St. New York 


25 Broadway New York City 42 Broadway New York City 
Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE | AMERICAN PREMIER LINE 


Whitney Central haere New Orleans, La 















New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
OP ad Sailings | ondon Livespost Se China and Japan F sa aa gy ie 
t Hull onthly Sailings Monthly Sailin t t t 

Hampton Roads © Leith Bremen and Hamburg Philippines & Dutch | East Indies 4 ‘Sailings a Month “ 

2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphia —_. easing and wy Ports wath ~—f a Constantinople, Malta, 

to u ntwe » Japan an llippines : . 

Boston Leith Senne em (China po en ty Sailinge PP North Africa, (East of Bizerta) 






rae cea THE CAROLINA COMPANY | ATLANTIC GULF AND | unITED GULF S.5.CO, (Inc. 
J. H. WINCHESTER & CO.., (Inc.) 7 












. ORIENTAL S. S. CO., (Inc.) Whitney Central Bld 
17 Battery Place New York City Charleston, S. C. 17 Battery Place, New York City eer Geko, La. 1“ 
Managing Operators Managing Operators Managing Operators Managing Operators 





AMERICAN REPUBLICS LINE |AMERICAN SCANTIC LINE AMERICAN AMERICAN 


Nexto to Rivera New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 












Monthly Sailings Baltimore New York 
P . 
soem . Benail ond to = (Gulf via New York as offers) 
susmnewsitle jo — late Suuniinenton wal a ; to ; 
avannah Monthly Sailings Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 
Philadelphia iver Plate 4: Monthly Sailings and West Africa 
Ham Roads *° P 2 Sailings a Month ; 
a Monthly Sailings MOORE & McCORMACK CO.,(Inc.) | 4; H- BULL"& COMPANY, (Inc.) | 4. 43, ones pee ol (Inc.) 
a oe dag my ey 5 Broadway New York City | 40 West Street New York City | 40 West Street New York City 
Managing Operators Managing Operators Managing Operators Managing Operators 






ATLANTIC GULF-WEST MISSISSIPPI VALLEY|MOBILE OCEANIC LINE Best, Pater Henin Hed 
AUSTRALIAN LINE MEDITERRANEAN LINE EUROPEAN LINE Mobile, Pensacola, Liverpool Fortnightly Sailings 











T. JJ ile, Philadelphia, Boston to Liverpool ,Man- 
‘ampa. ecksecville Sevennah New Oslsane — chester. Fortnight Sailings 

New York to Australian] London, Rotterdam, Antwerp ma - — Hampton Roads, New Yo 

and New Zealand Ports Monthly, ——— H A L ot oy mse “= noma 

Monthly Sailings Pestaguse acl Senate tatnaite —— "“Reemneedions Te — Boston, Baltimore, Hampton Rds, Phil 
Seay Sailings 2 Sailings a Month » Ftamburg, {to Glasgow Fortnightly Sailings 

UNITED STATES & Seeaich IS 7 aiorsenene end North s | MISSISSIPPI SHIPPING Bremen Baltimore, Philade ge Hay 

ican Ports est rta. ° 
AUSTRALASIA S. S. CO. A Sailing © every 20 dave CO., (Inc.) WATERMAN S.S. CORP. | 5,4: Mew Yat Bl Deblie, 
6-10 Bridge St., New York City|_ TAMPA INTEROCEAN S. 8. CO. Ghar Uiitens Mobile, Ala. > anata b Sali ; 
Managing Operators -_ ure Be New Oi _ Managing Operators Managing Operators gg NAVIGATION 





Managing Op wert 


PAN AMERICA LINE) SOUTHERN STATES LINE TFY AS STAR LINE|UNITED STATES LINES YANKEE LINE 










New York to agg ‘oe Seven oul a New York to Southampton | Baltimore, Hampton Roads, 
Rio de JaneirofSantos, |Gsiveston to Bremes and Ham. to. lg 8 Nga Philadelphia, Boston 
Montevideo and .» Re Le Havre and Antwerp ~~ Hamb om B 
Buenos Aires nag ym ——— Weekly Sailing Seinen amburg and bremen 
s Houston to Bremen and Ham- oe 2 Sailings a Month 
Fortnightly Sailings burg. 2 Sailings a Month} LYKES BROS. -RIPLEY Weekly Sailings 
MUNSON STEAMSHIP LINE) > CO. tine) rslaton 2 UNITED STATES LINES ROGERS & WEBB 
67 Wall Street New York Ci 925 Whitney Central Bldg., Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 
Managing Operators sinanatataaie Managing Operators Managing Operators Managing Operators 








| UNITED ED STATES | SHIPPING BOARD FLEET CORP. 
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SOUTHERN PACIFIC LINES 


\ 






















Hav 





Where they reach 

















B Where to reach them 


siype 


—Stream Buying— 





QTREAM BUYING, frequently mentioned in com- 

merce journals and trade reports, is a development 
of modern business which both minimizes stocks 
carried by distributors and retailers and tends to stabil- 


ize movement of traffic, avoiding the peaks and valleys 
of the old plan. 


Stream buying is possible only because of efficiency 
and regularity of transportation and in turn contributes 
to such efficiency and regularity. 


Direct your stream via Southern Pacific 


Regular as the clock—More regular than some clocks. 


For information, 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 











SINGLE 


——_$—_—_—— 


418-43 





